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1 . 



Introduction 



Appointment 

U The Highland Transport Board were appointed on 16th December. 1963, by 
the Secretary of State for Scotland for a period of three years. 

Remit 

1.2 The Board’s remit was; 

“To keep under review the needs of the Highlands for transport services 
whether by land, by sea, or by air, and, after consultation with the transport 
operators concerned as necessary, to advise on the most economic ways of 
meeting these needs adequately and efficiently.” 

The Board were informed by the Secretary of State that their recommendations 
would be considered by him in consultation with any other Ministers concerned, and 
that once decisions had been reached on the recommendations the ways and means 
of giving effect to them would be discussed with the transport operators. 

1.3 The area directly covered by the Board’s remit is shown in Figure 1. Where 
necessary they have also considered certain services outside this area which have 
relevance to the needs of the Highlands, such as the main approach roads. 

Procedure 

1.4 The Board held regular plenary meetings and other detailed discussions took 
place in three committees set up to deal with air, sea, and rail and road transport 
services. The Board held 46 plenary and 32 committee meetings. In addition, the 
Board made 21 visits to the area to see the problems for themselves. 

1.5 To assist them in their assessment of the transport needs of the Highlands and 
Islands, the Board consulted the local authorities and organisations and individuals 
listed in Appendix 1. The transport operators and organisations representing transport 
operators and other road users who have been consulted about how these needs 
should be met, are also listed in Appendix I. 

Signilicant Developments 

1.6 There have been important developments during the Board’s tenure of office 
which have had a bearing on their work. Reference is made to some of the more 
significant background events which the Board have taken into account. 

1.7 The Highlands and Islands Development (Scotland) Act 1965 provided for 
the setting up of the Highlands and Islands Development Board (H.I.D.B.) with 
special powers designed to bring about economic and social development within the 
area. Liaison has been maintained with the H.I.D.B. 

1.8 The Board have noted tlie terms of the National Plan (Cmnd. 2764) and of 
the Scottish Economy 1965-70 — a Plan for Expansion (Cmnd. 2864). 

c ,1 
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1.9 In 1966 a national review of transport poUoy was initiated by the Minister of 
Transport and the Board have taken note of the subsequent White Paper, Transport 
Policy (Cmnd. 3057), 

1.10 The Board have been confronted with the challenge of reviewing the transport 
needs of the Highlands and Islands over a period when railway services have been 
contracting and the closure of a number of railway lines in the area has been under 
consideration; when policies in the transport and the national and regional develop- 
ment field have been in a state of flux; and when forms of transport new to the High- 
lands and Islands were being operated there for the first time. In addition, rapid 
advances have continued to be made in the development of means of transport wliich 
may be of considerable importance to the area. 



The Board’s Approach 

1.11 At this time of rapid change in the means of transport it would be unwise 
to restrict consideration of the development of transport in the Highlands and Islands 
within the confines of a hard and fast plan. There is a need for flexibility in approach 
and a readiness to experiment and to try out new ideas and techniques. The Board 
have tried to adopt such an approach, 

1.12 Valuable experience has been gained by other countries, such as Norway, 
which have tackled transport problems comparable to those of the Highlands and 
Islands, The Board have drawn on that experience and have encouraged operators of 
transport in the area to examine means of transport in other countries and to make 
themselves aware of transport developments outside the United Kingdom, 

1.13 The Board have had the opportunity to consider the trends, characteristics 
and the inter-relationship of different means of transport by land, sea and air. They 
have tried to approach each problem in a practical way and to take into account all 
the circumstances of each case. Their functions have been advisory and on numerous 
occasions, after consulting the operators concerned and estabhshing the needs, they 
have given the Secretary of State advice about different aspects of transport in the 
area. Those recommendations which were made during the Board’s term of office are 
recorded in this report in the past tense. Recommendations made for the first time are 
in the present tense. 
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Railways 



Advice on Rail Closnre Proposals 

2.1 When the Board were appointed in December 1963 the Highland railway 
system which came under the terms of their remit for review was as shown in Figure 2. 
The Beeching report, The Reshaping of British Railways, which was submitted to the 
Minister of Transport in 1963, contained proposals affecting all railway lines serving 
the Highland area and the Board were immediately called upon to examine and report 
on these proposals. A synopsis of the Board’s advice to the Secretary of State is 
contained in Appendix II. 

Rail Traffic in Recent Years 

2.2 Statistics supplied by British Rail showing the traffic on routes and sections 
of the Highland railway lines in the years 1963, 1964 and 1965 are given in Appendix 
HI. 

The Present Position 

2.3 Figure 3 shows the effect on the Highland passenger railway system of those 
closures which were proposed by British Rail and have been approved by the Minister 
of Transport. The distribution of freight depots in the Hi^lands as at December 
1966 is shown in Figure 4. Since reporting on the various closure proposals, the Board 
have re-examined the position of each of the Highland railway lines. In formulating 
views regarding the railway system, the Board have been confronted with the primary 
difficulty that future transport needs depend on unknown factors such as future 
population movements and industrial development. They have, therefore, consulted 
the Highlands and Islands Development Board (H.I.D.B.). 

2.4 The existing railways must always be an inadequate means of transport for 
the Highlands as a whole. The main line from Inverness to Wick and Thurso runs 
along the east coast, and there is a branch line from Dingwall to Kyle of Lochalsh. 
The traffic for the north-western Highlands must be transhipped and transported by 
road. While the Inverness-Wick/Thurso line can usefully serve industrially developed 
areas on the Moray Firth and in Caithness, in the rest of the area the road vehicle 
is a more efficient aiid economical means of transport. 

2.5 The two railway spurs to Kyle of Lochalsh and Mallaig serve areas that do 
not generate enough traffic to pay for them; and with the introduction of vehicle 
ferries they are bound to operate under an ever-increasing handicap because all the 
traffic they carry for the islands has to be transhipped while the road vehicle can travel 
to its destination without the load being disturbed. 

2.6 The main factors affecting the future of rail transport in the Highlands are 
the rapid increase in the number of private cars and the development of other road 
traffic in the area. The Board are of the opinion that the present financial allocation 
for the improvement of Highland roads is inadequate to provide for a satisfactory 
rate of improvement to bring the main Highland roads up to a double-track standard 

3 
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within a reasonable period of time. In the Board’s view, no railway closure should 
be proposed by British Rail until the roads serving the area in question have been 
improved to the standard required to carry the passenger and freight traffics that 
would be transferred from the railway to the road system if consent were given to 
the withdrawal of rail services. 

2.7 The following paragraphs summarise the Board’s views at the present time on 
the remaining railway lines in the Highland area. 

Perth-Ayiemore-Inverness 

2.8 This is the. line in the Highlands which carries most traffic. It is of major 
importance to the development not only of Inverness but also of the other areas it 
serves north and west of Inverness. The Board recommend that it remain in operation. 

Inverness-WickjThurso 

2.9 This line is still operating at a considerable loss. Passenger numbers and 
freight tonnage carried in the years 1 964 and 1965 were less, although not appreciably 
so, than the traffics carried in 1963. Nevertheless, all the reasons given by the Board 
in their report of 3rd April, 1964 (Annex HA to Appendix II) for keeping the line 
open are still relevant. The H.I.D.B. have indicated that they think there will be con- 
siderable growth in the Moray Firth area north of Inverness, and it has been decided 
to set up the prototype fast reactor at Dounreay. Furthermore, British Rail have 
made economies in running costs. These factors suggest that the line may become 
more viable in the future and the Board recommend that it should remain in operation. 

Dingwall-Kyle of Lochalsh 

2.10 As far as the Board can ascertain, no large scale developments are visualised 
for the foreseeable future for the areas served by this line; but, here again, the points 
made in the interim report (Annex IIA) remain relevant and the Board consider the 
line is still a necessary part of the transport system of the mainland area and to the 
islands. Improvement work has been proceeding on the A.87(l) Invergarry-Kyle of 
Lochalsh toad and the A.p2/A.890/A.87(T) Garve-Kyle of Lochalsh route will be 
improved by the construction of the Strome Ferry bypass. When the A.87(T) Inver- 
gatty-Kyle of Lochalsh road has been sufficiently improved to carry additional 
passenger and freight traffics then, subject to any new factors which might in the 
meantime arise, the Board recommend that consideration should be given to whether 
this line should be closed. 

Crianlarich-Fort William 

2.11 The establishment of the pulp mill at Annat and ancillary developments in 
the area are hkely to have a considerable effect on the volume of traffic carried on 
this line, and the Board recommend that it should remain in operation. 

Crianlarich-Oban 

2.12 This hne is linked to the Glasgow-Crianlarich (Loch Lomondside) line 
which IS of particuliu significance as a tourist attraction. There has been no proposal 
to close the line which, in addition to serving Oban, provides important connections 
to the islands. The line carries a considerable volume of traffic (see Appendix III) 
and the Board recommend that it should remain in operation. 

Fort William-Mallaig 

2.13 There is no evidence of any large scale development in the foreseeable 
future which will affect this line, and the Board recommend that, when the A.830(T) 
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Lochy Bridge-Mallaig road has been sufficiently improved to cope adequately with 
the addition of the traffics now carried by the railway, consideration should be given 
to whether the line west of Corpach should be closed. The road can best be made 
into an adequate transport route if parts of the rail-bed are used. 

2.14 The Board wish to stress that this is the position as they see it at the end of 
1966. Conditions may change and developments which are at the moment unforeseen 
may emerge. When railway closures are proposed they must be examined on their 
merits and in the light of the circumstances obtaining at the time. 

The Basic Hailway Network 

2.15 Following the publication of the White Paper, Transport Policy {Cmn6.. 3057) 
by the Minister of Transport in July 1966, particulars of the proposed basic railway 
network are to be published. The Board trust their recommendations will assist in 
decisions which are to be taken as to the size and shape of the basic railway system 
in the Highlands. 

Freight Transport by Rail 

2.16 The Board have noted the significant increase which has recently taken place 
in the volume of freight carried by rail as a result of the introduction of the freight- 
liner container service on the main trunk routes between England and Scotland. A 
service of this kind requires considerable capital investment in terminals and rolling- 
stock, and the Board recognise that the volume of frei^t traffic on most routes in 
the Highlands may not be large enough to justify substantial investment at present. 
In view of the evident advantages in cost and speed however, the Board recommend 
that British Rail should be invited to make a detailed study of the possibility of 
extending the freightliner system to Inverness. 
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Road Services and Roads 



Bus Services 

3.1 The Board have consulted operators of bus services in the Highlands and 
Islands and have visited most parts of the area. The historical development of rural 
bus services and the legislative background have been taken into account — see 
Appendix IV. 



The Cause of the Problems 

3.2 The main cause of the difficulties confronting operators of rural bus services 
is the increasing use of the private car, with the result that the viability of such services 
is being steadily reduced. This will continue to lead to increasing losses on public bus 
services in country districts and to their withdrawal unless effective action is taken 
to make them profitable. 



The Highlands and Islands Services 

3.3 Bus services in the Highlands and Islands are provided by David MacBrayne 
Limited (MacBraynes), by Highland Omnibuses Limited (a subsidiary company of 
the Scottish Bus Group) and by some 80 independent stage carriage operators. Few 
of the services are profitable. 

3.4 The major companies operate their services efficiently and with a sense of 
public responsibility. Any losses incurred are met, in the case of MacBraynes, from 
the general subsidy the company receives from the Secretary of State and, in the case 
of Highland Omnibuses Limited, by cross subsidisation within the Scottish Bus Group. 

3.5 Few of the independent operators (who usually own no more than one or 
two buses) operate their stage carriage bus services profitably. They have neither 
profitable routes nor a subsidy to fall back on, and most of them have been able to 
continue to give a public service only because they have other sources of income, 
e.g., some nm garages, haulage businesses, hotels or taxi services. 

3.6 The major companies have taken over some of the small operators. Those 
who have remained independent are individualistic and are usually not members of 
a bus operators’ association. There are areas, such as Orkney and Shetland, where 
aU the bus operations are in the hands of independent operators. 



Long Distance, Stage and Express Services 

3.7 In addition to local bus services, MacBraynes and Highland Omnibuses 
Limited operate long distance, stage and express services which form important links 
between such places as Inverness and Glasgow, Oban and Glasgow, and Inverness 
and Wick. The Board recommrad that operators be invited to put forward proposals 
for the provision of long distance bus services, particularly on such routes as Stornoway 
-Inverness and Stomoway-Glasgow. These services will be of crucial importance in 
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the event of further railway closures, and they will also have a bearing on industrial 
and tourist development. Some could be linked with sea services to improve transport 
to the islands. Good roads are essential to enable such bus services to be provided. 

Possible Ways of Assisting Rural Bus Operators 

School Bus Contracts 

3.8 The placing of school bus contracts is a subject on which most rural stage 
carriage operators feel a sense of grievance because it appears that, when placing 
school contracts, some education authorities in the Highlands and Islands do not 
give due regard to the need to support stage carriage operators. The Board even came 
across the extreme case where two operators, one a stage carriage operator and the 
other a private hirer under contract to the education authority, simultaneously ran 
over the same route to the same destination. The operator under contract to carry 
children at a guaranteed rate has no obligation to provide a public service, while the 
stage carriage operator is expected to maintain a regular service often carrying a very 
small number of fare paying passengers. 

3.9 The Board recommended that, subject to suitable safeguards to prevent un- 
reasonable contract charges, education authorities should award school contracts 
to stage carriage operators. 

Fare-Paying Passengers on School Buses 

3.10 There are other cases where the local stage carriage operator is providing, on 
a contract hire basis, a school bus which operates only partly loaded. In these circum- 
stances agreement between the education authority and the stage carriage operator 
that fare paying passengers might be carried on the school bus would be of benefit 
to isolated rural areas. The Board recommended that education authorities should 
include in all school bus contracts with stage carriage operators, a standard condition 
allowing fare paying passengers to be carried subject to the interests of the children 
not being prejudiced. The agreement of the Traffic Commissioners is, of course, 
required. 

Carrying Parcels in Buses 

3.11 Bus operators already carry many parcels daily. They restrict size and wei^t, 
however, and are careful not to develop this traffic to such extent as to prejudice 
passenger carrying operations. Some operators in outlying districts already carry 
heavy consignments and in many cases they are the only regular parcel carriers. 
Bus operators are also important as carriers of perishable and urgent supplies. 
Frequently it is the bus that brings bread, newspapers, milV and fresh vegetables. 
Regular consignments to shops are usually delivered to the door, but buses cannot 
generally provide door-to-door services and local agents are required to deal with 
collections and deliveries. The Board recommended that consideration should be given 
by the Minister of Transport to whether bus services might be used to carry more 
and larger parcels over longer distances. 

Mail Contracts 

3.12 Mail contracts are a major factor in supporting stage carriage services in the 
Highlands and Islands; without them a large number of services would have been 
withdrawn long ago leaving townships without public transport services of any kind. 
The contracts may be for either the carriage of mail in bags, or for the delivery of 
individual letters and the clearing of letter boxes along the bus route. The Board 
recommraded that, where practicable, maU contracts be awarded by the Postmaster 
General to the local stage carriage bus operator. 
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Passengers in Mail Vans 

3.13 It is sometimes suggested Aat passengers be carried in the Post Office mail 
vans. While such a practice has distinct limitations, the Board recommended that the 
Postmaster General should consider the possibility of making such a facility available 
in districts where there is no stage carriage service. On the whole, however, they prefer 
that wherever possible the mails should be carried in the local bus. 

Operators in Remote Areas 

3.14 When visiting bus operators, the Board obtained the impression that there 
was a need for more extensive distribution of information about the industry, e.g., 
the availability of second-hand buses. Operators appeared to have a sense of remote- 
ness which might be removed if there were better opportunities for them to meet, 
even on infrequent occasions, to discuss matters of common interest. The Board 
recommended that, to reduce this feeling of isolation, more publicity should be given 
to announcements made at public hearings by Traffic Commissioners on matters of 
common interest to bus operators. The Board also recommended that bus operators 
in the Highlands and Islands be encouraged to join an association of bus operators. 

The Question of Subsidies 

3.15 As in the country at large, the passenger transport position in rural districts 
is changing constantly and people are acclimatising themselves to the new circum- 
stances. More people are buying cars and vans, and few are left who have no car- 
owning relation or friend with whom they can make arrangements for transport. 
There are some districts in the Highlands and Islands that have been without public 
transport for ten years and more and where diligent local enquiries have been unable 
to discover feelings of real hardship. The Board are, however, far from holding that 
a wholesale withdrawal of services would not cause hardship. In some areas there are 
“ main line ” routes that probably must be maintained. Of the districts referred to 
above which have no public transport, most have been able to tap a service on the 
main road some few miles away. The Board are strongly of the opinion and 
recommended that all possible ways of helping rural bus operators should be given a 
thorough trial before any question of direct subsidy is considered. 

3.16 Decisions as to which public services are truly essential can only be taken by 
people who have detailed knowledge of the local circumstances of each case. Such 
people are to be found in the county councils, and the Board recommended that 
direct subsidy of a rural bus service should be considered only for a route which has 
been certified as essential by the county cotmcil concerned, and then only if that 
county council is prepared to meet part of the subsidy, the balance to be met by the 
Highlands and Islands Development Board (H.I.D.B.) or the Minister of Transport. 
The guide lines for any scheme of direct subsidy would require to be set out by the 
Ministry. The knowledge the Traffic Commissioners have of rural bus services and 
problems would be valuable in connection with the operation of such a scheme. 

3.17 The recommendations about subsidy which were made before the issue of 
the White Paper, Transport Policy (Cmnd. 3057), are reflected in the rural bus subsidy 
policy outlined therein. 

Fuel Tax 

3.18 There is another way of enabling rural bus operators to maintain their services 
in the Highlands and Islands which the Bo^d believe would be effective. In the 
autumn Budget of 1964 it was found possible to give a fuel tax refund of 6d. a gallon 
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on all stage carriage services. The Government have indicated their intention to 
increase this to offset the latest increase in fuel tax. It Avould be only an extension 
of this principle to grant a further refund to operators of stage carriage services in the 
Highlands and Islands. 



Residual Needs for Passenger Transport 

3.19 The Board recognise that there may be individual cases of hardship or in- 
convenience following the withdrawal of a rural bus service. The extension of the 
fuel tax rebate would lessen this problem by postponing the withdrawal of services 
until residual transport needs were smaller. The Board recommended that the question 
of meeting special cases of hardship be left to voluntary local initiative. 



Road Haulage Services 

3.20 Road haulage is already an important part of the Highland transport system. 
In general, it provides a more flexible means of frei^t transport than railways. It 
offers the facility of door-to-door deliveries; reduces handling costs; and notwith- 
standing the condition of Highland roads, has been taking over much of the freight 
traffic formerly carried by the railways. With the improvement of roads in the High- 
lands and Islands this trend is likely to continue. In recent years, for instance, road 
haulage has taken over from the Highland railways virtually all the transport of 
livestock. It already carries a considerable amount of the fish traffic, and the Board 
think it likely that this traffic will pass more and more by road haulage. 

3.21 The trend of development of vehicles is likely to lead to bigger and wider 
vehicles using Highland roads in order that transport can be made available at the 
lowest possible unit cost. In the course of the Board’s consultations with representatives 
of road haulage operators, reference was made to this aspect of operation. The 
efficiency and cost of road haulage in the area is undoubtedly adversely affected by 
the limitations of many of the roads. 

3.22 The development of vehicle ferry systems to certain of the islands on the 
west coast has already increased the importance of road haulage in the transport 
system to the islands. In recommendations in this report about sea services, the Board 
have sought to use the flexibility of road haulage to improve island transport systems 
by developing vehicle ferry systems and increasing frequency of service. 

3.23 The Board believe that a fundamental aim of transport policy in the High- 
lands and Islands should be to assist the development of road transport. But to enable 
road haulage to play its full part in providing transport economically and efficiently, 
special attention must be given to the improvement of roads in the area. This is one 
of the reasons why the Board place such emphasis on road improvements in this 
report. 

3.24 The absence of recommendations in this report about road freight transport 
reflects the Board’s confidence in the ability of road haulage operators to deal with 
the existing and future road transport needs of the Highlands and Islands. They 
believe that the future development of adequate and economic freight services in the 
Highland area lies largely with this sector of transport, and they are of the opinion 
that its importance will increase. Good roads are vital to these developments. 
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Roads 



3.25 In the course of their study of the transport needs of the Highlands and 
Islands, the Board have time and again been impressed by the crucial importance of 
good roads and the urgent need for road improvements if the transport needs of the 
area are to be adequately met. 



The Need for Road Improvements 

3.26 Good roads are vital to the success of industrial development in the area, 
to the developing tourist industry, and to the maintenance of many communities on 
the islands and in the remote parts of the mainland. Inadequate roads are one reason 
for the high transport costs in the Highlands. The road transport industry could 
operate at more economic rates if the size of vehicles and the time taken on journeys 
were not inhibited by the standard of the roads. 

3.27 The volume of existing traffic on Highland roads (deriving largely from the 
agricultural, fishery, forestry and tourist industries) is naturally lower than in most 
other parts of Scotland, but is growing rapidly. For example, there has been a yearly 
increase of nine per cent compound since 1961 in the number of vehicles on the 
Invergairy-Kyle of Lochalsh road A.87(T); 11 per cent on Invemess-Wick A.9(T); 
and 12-1 per cent on Inveraray-Lochgilphead A.83(T). There is no doubt that traffic 
will continue to increase as a result of such developments as the pulp mill at Annat 
and the Atomic Energy Authority’s establishment at Dounreay. In addition, the 
H.I.D.B. are known to be making plans for major developments in the Moray Firth 
area and to be assisting, financially, the establishment of small industries throughout 
the area. It would be a tragedy if the lack of good roads proved to be a basic deterrent 
to development of the Highlands. 

3.28 The extent to which the Highlands rely on road transport facilities is shown 
by the fact that there are 26 licensed vehicles there per hundred inhabitants, compared 
to 18 vehicles per hundred inhabitants in the rest of Scotland. From 1962 to 1965 
the number of goods vehicles "and cars licensed in the area increased by over 18 per 
cent, which was very little less than the increase in the Glasgow area. This tells only 
part of the story. There must also be taken into account the increasing number of 
vehicles on Highland roads which are registered outwith the area, such as fish and 
other commercial lorries and, in the summer months, the large number of cars, buses 
and caravans. 

3.29 Because of their long mileage Highland roads are generally less congested 
than those in the Lowlands, but this advantage is offset by their narrow width and 
poor alignment. The pressure on many Highland roads is already considerable, 
especially at the peak of the tourist season. For example, the traffic on Highland 
trunk roads in August is at least twice the yearly average as compared with about 
one-and-a-balf times the annual average on Scottish trunk roads generally. The 
indications are that the congestion will continue to increase as the developments 
envisaged by the H.I.D.B. materialise and facilities for tourists are improved. Already 
the vehicle ferries introduced by MacBraynes are attracting an increasing number of 
private cars and commercial vehicles— see Appendix V. This trend is likely to continue 
and will become evident in other areas like Islay and Shetland, where the introduction 
of vehicle ferries has been recommended. 
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Railway Closures 

3.30 In Section 2 of this report reference is made to railway closures which have 
taken place and to the future of railways in the area. Whenever the Board have con- 
sidered a railway closure proposal, they have taken into account the condition of the 
roads which would be required to carry the freight and passenger traffics formerly 
carried by rail. It seems to the Board axiomatic that, before consent is given to the 
withdrawal of rail services, the roads affected should be so improved as to be able to 
carry the additional traffic without seriously lengthening the time of the journey. 



Road Improvements in Recent Years 

3.31 Appendix VI shows how Exchequer contributions have been allocated 
during the last three years for works of major improvement, and for maintenance and 
minor improvement, on roads in Scotland and in the Highlands. Although 33-4 per 
cent of the total mileage of trunk roads in Scotland lies within the Highland area, 
these roads received only 9-3 per cent of Government expenditure on Scottish trunk 
roads during this period. On the other hand, while 27-4 per cent of the Scottish 
classified road mileage is in the Highlands, 28*5 per cent of Government expenditure 
on classified roads in Scotland as a whole has been allocated to the Highland area. 

3.32 Since 1956 the trunk road policy in Scotland has been to give priority to 
improving main through routes which are principally used for industrial traffic or are 
subject to serious traffic congestion. The effect of this policy has been to concentrate 
expenditure on some 300 miles of the main routes in the industrial belt of Central 
Scotland. Except for the reconstruction (which is still in progress) of the A.87('I^ 
between Invergarry and Kyle of Lochalsh, there has been no provision for compre- 
hensive improvement of particular routes on the remaining 1,700 miles of trunk roads 
in Scotland in the current programme. For the whole of Scotland about £lm. a year 
is being spent on isolated trunk road schemes, such as the improvement of accident 
black spots, weak bridges and minor improvements. 

3.33 Much of the improvement work carried out recently on classified roads in 
the Highlands has been done under the Crofter Counties Programme, of which further 
details are given in paragraphs 3.51-3. 



The Current Programme 

3.34 The Board understand that until 1968-69 financial resources are to be con- 
centrated on continuing road programmes at broadly the same level and that no 
provision has been made for increasing expenditure on either trunk or classified roads 
in the Highlands and Islands. Appendix VII lists the main schemes in the area that 
are now in progress or which have been programmed to start during the next three 
years. 



Arterial Road Improvements 

3.35 The Board are seriously concerned about the inadequacy of the current 
programmes to meet the urgent need of the Highlands for a modem road system. 
It is obvious, however, that the numerous major improvements needed cannot all be 
undertaken in a short period. The Board have accordingly consulted the Scottish 
Development Department, the Highland county coimcils and representatives of road 
transport users and operators in order to determine which road improvements are 
most needed. 
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3.36 To assist in the planning of future road programmes the Board have tried 
to identify those road improvement works which, in the light of their review, seemed 
to be of particular importance in the development of a coherent arterial road network 
in the area, and they have had particular regard to : 

(1) The need for good road access to the main centres of population and areas 
of probable population growth — see Figure 1. 

(2) The need for road systems to service vehicle ferry routes to the islands. 

(3) The need for road access as an alternative to railway lines serving areas 
where rail services have been or may be withdrawn. 

(4) The need for good roads to enable road transport operators to provide more 
economic services. 

(5) The development of forestry and forest industries. 

(Q The development of tourist traffic. 

3.37 With these points in mind, the Board have concluded that the road improve- 
ments which are most urgently needed are those listed in Table (i) and shown in 
Figure 5. 



Table (i) 



Route and Sector 


Standard! 

Improvement 


Sector 

Mileage 


Estimated 

Cost 

(£m.) 


A.9(T) Inverness-Invergordon 








Invemess-Dingwall ..... 


Improved 24-ft. 
carriageway with 
provision for dual 
carriageway later 


21-0 


2-6 


Dingwall-Invergordon .... 


Improved 24-ft. 
carriageway 


14-0 


1-75 


A. 82 Cr)/A. 828 (T) Oban-Ballachuush 








Connel-Parkhouse 




5-5 




Connel Bridge — south approach . 




0-5 


^ 0-85 


Creagan Bridge approaches. 




1-0 


Ballachuush Bridge 


Construct two-lane 
bridge 


0-2 


0-75 


A.82(T)/A.830(T) Fort Wiluam-Mallaig 








Fort William relief road 


Two-lane 


0-6 


0-75 

■] 


Canal bridge at Banavie 




Annat-Glenfinnan 


» » 


^ 14-0 




Lochailort-Mallaig 


„ » 


18-0 


J 


A.832(T)/A.835(T) Garve-Ullapool 








North of Gorstan 


Two-lane 


5-0 


"I 


Braemore — eastwards .... 


2-0 


0-9 


II — ^north*west .... 


» » 


2-0 




Totals 


83-8 


10-9 



3.38 The reasons for recommending that work on these projects be expedited are 
given below. 



Inverness-Invergordon A.9{T) 

3.39 The road between Inverness, Dingwall and Invergorden is the most heavily 
loaded in the Highlands and is seriously sub-standard. Its improvement, which was 
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accorded the highest priority by the representatives of road users and operators, 
would be of great importance in any proposals for the industrial development of the 
Moray Firth area. 

Oban-Ballachulish A.82{T)I A.828{T) 

3.40 The approaches to the Connel and Creagan rail bridges require to be 
improved or constructed to facilitate the incorporation of both bridges in the trunk 
road system as suggested in paragraph 14 of Appendix II. Connel-Parkhouse is the 
last remaining sector of the Connel-Ballachulish road where reconstruction to modern 
standards has not so far been authorised, despite the closure of the railway in 1966. 

Ballackulish Bridge 

3.41 The replacement of the Ballachulish ferry by a bridge deserves special 
mention. This 380-yard ferry is privately operated and saves a detour of 16-19 miles 
over a winding road round Loch Leven. The ferry does not normally operate after 
dark, and there is a weight limit of three tons on vehicles. Most lorries and buses 
must, therefore, travel round the head of the loch at considerable extra cost and loss 
of time. There are long queues of cars on both sides of the ferry on most days through 
the summer months. As traffic increases, the ferry is becoming a serious bottleneck 
on one of the main arterial routes in the Highlands. 

3.42 The ferry company have put forward proposals for the construction of larger 
vessels and new slipways so as to reduce the loading time and to relieve the congestion 
in the summer months. These proposals would, however, still involve a weight limit 
of 10 tons for vehicles, wliich would be insufhcient for some of the traffic, e.g., buses, 
large fish lorries and lorries serving the pulp mill. The company have also indicated 
that they could not undertake the substantial expenditure required for these proposals 
without a guarantee of compensation in the event of the construction of a bridge 
within 20 years. 

3.43 In the Board’s view, there is a clear need for early action to be taken to 
improve the present arrangements. While they commend the readiness of the company 
to undertake substantial improvements of the ferry, the Board do not consider that 
these would provide an adequate solution to the problem. Heavy traffic would still 
have to make an expensive detour round the loch; the ferry would still be likely to 
involve delays at peak periods; and its tolls and operation would not be subject to 
public control. In these circumstances, the Board consider that a toll-free bridge 
should be constructed as soon as possible at the site of the ferry, at an estimated cost 
of about £0'75m. This would have the advantage of being open to all sizes of traffic 
at all hours and would reduce the need to improve the road round Loch Leven. 

3.44 The Board have considered suggestions that private capital might be available 
to build a toll bridge at Ballachulish, and that it seems likely that a bridge would be 
a viable economic proposition with a toll of about 2s. 6d. per vehicle. This would 
avoid any call on public funds and would thus not affect the inclusion of other 
urgently needed projects in the road programme. The Board do not know whether 
private investors would in fact come forward to finance a bridge, nor do they regard 
it as within their province to express any view on the general question of the desirability 
or otherwise of toll bridges. They have little doubt, however, that if the choice had 
to be made between the early construction of a toll bridge and the indefinite postpone- 
ment of a toll-free bridge, the great majority of those who are concerned in the develop- 
ment of the Highlands would be in favour of the former. K a bridge were to be built 
with private capital it would clearly be desirable to ensure that the toll would be 
subject to control by the Secretary of State, and that he would have the option to 
purchase and de-toll the bridge at a later date. 
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Fort William-Mdllaig A.82{T)jA.830{T) 

3.45 The serious congestion already caused by the narrowness of the main street 
at Fort William (which is part of the main west coast route to Mallaig, Kyle of 
Lochalsh and Inverness) has been increased by the establishment of tlie pulp mill at 
Annat. A relief road is now necessary. 

3.46 Widening the canal bridge at Banavie and improving the road between 
Annat and Glenfinnan and between Lochailort and Mallaig would complete the 
improvement of the Fort William-Mallaig route. This is required for the development 
of Mallaig as a fishing port, tourist centre and vehicle ferry terminal. If the railway 
which runs alongside the road were closed, this would provide an improved alignment 
for the road and reduce the cost of construction. 

Gane-Ullapool A.832(T)IA.835(T) 

3.47 Improvement of nine miles of road north of Gorstan would complete the 
improvement of the Garve-Ullapool route. This would be of great benefit to the 
fishing industry at Ullapool, as well as to the growing tourist industry. 

3.48 The Board recognise that the total estimated cost of £10’9m. for these schemes 
represents a substantial increase in the present inadequate level of trunk road expendi- 
ture in the Highlands, but they are convinced that the cost must be met as soon as 
possible in order to meet the transport needs of the area. The Board accordingly 
recommend that a start should be made on all these projects before 1970 and that 
they should be completed, if possible, by 1975. 

3.49 It will be noted that the roads in Table (i) do not include the reconstruction 
of roads urgently required for the introduction of a vehicle ferry service to Islay and 
Jura recommended in paragraph 4.109. The improvement of these roads should take 
place within the same period as those in Table (i) but, since they form an essential 
part of the reorganisation of the shipping services, the Board consider that they 
should be dealt with outside the nonnal road programme. 



Other Road Improvements 

3.50 The selection of the projects listed in Table (i) as being of special urgency 
does not imply that the Board do not recognise tlie importance of other road improve- 
ments in the Highlands. Appendix VIII lists a number of routes which the Board 
recommend should be brought up to modem standards as soon as possible, with the 
general aim of completing the programme not later than 1980. These are also shown 
in Figure 5 and include stretches of single-track arterial routes that are already 
seriously below modern standards and which will become more and more inadequate 
to bear the increasing volume of traffic. Of particular importance is the route from 
Garve to Kyle of Lochalsh via Strome Ferry bypass. Construction to two-lane 
standard throughout would greatly improve communications between Skye, Wester 
Ross and Dingwall and complete a popular circular route for tourists. 



Crofter Counties Programme 

3.51 The Crofter Counties Programme was introduced in 1935 when, in consulta- 
tion with the county councils concerned, the Ministry of Transport selected some 
1,200 miles of classified roads in the crofting counties for improvement with 100 per 
cent grant. A few of these roads were upgraded to trunk roads in 1936 when the Trunk 
Road Acts were enacted. It is out of funds allocated to this programme that most of 
the classified roads in the Highland areas are improved. Of the 1,200 miles originally 
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included in the programme, the improvement of about 354 miles remained to be 
authorised at 31st March, 1966. The improvement of a further 114 miles is included 
in current programmes, leaving some 240 miles of road for which no provision has 
yet been made. The residual roads are listed in Appendix IX. 

3.52 Since 1935 the Crofter Counties Programme has changed considerably as 
regards the nature and standard of work, but not in its scope. To allow for changes 
in traffic patterns, one length of road has occasionally been substituted for another, 
while still keeping within the total mileage. The increase in number and weight of 
vehicles has led to the adoption of standards of construction higher than In 1935, In 
the current five-year programme there has been an emphasis on roads which form 
links with vehicle ferry services to the Western Isles. The level of authorisation under 
the Crofter Counties Programme has been stepped up in recent years and in 1966 was 
running at about £2m. per annum. About 35 miles are dealt with each year. At this 
rate the remaining 240 miles of road on the list are unlikely to be improved much 
before 1976. 

3.53 The Board have no doubt that the Crofter Counties Programme has been of 
great value to the Highlands, but they consider that most of the projects which remain 
to be carried out are less urgently needed than the arterial route improvements listed 
in Table (i) and Appendix VIII. They recognise that as the total resources available 
for road improvements are limited, the rate of progress on the remaining projects in 
the Crofter Counties Programme may be affected by the prior needs of other more 
urgent improvements. 



The Transport Needs of Forest Industries 

3.54 Forest industries in the Highlands are already of considerable importance 
and, having regard to the recently announced increased Forestry Commission pro- 
gramme and many other factors, will be of major importance in the future. The 
Board have not had the opportunity to consider in detail the transport implications of 
the relationship between forest planting and the user industries. Clearly, this needs a 
knowledge of the location and timing of the planting programme and of the technical 
and commercial possibilities and plans in the user industries, as well as many other 
factors. In view of the importance and breadth of these considerations, the Board 
welcome the intention of the H.I.D.B. to set in hand a study of all the factors involved. 



Township Roads 

3.55 While the Board have concentrated on identifying improvements of import- 
ance on arterial routes and have indicated those which are of particular urgency and 
of regional significance, they realise that there are many other roads which require 
to be improved. Some of these come within the scope of the township road programme, 
grant-aided under the Congested Districts Act, 1897. Appendix VI shows the extent 
of the Exchequer contribution towards this programme in the years 1964-65 and 
1965-66. In 1964 the county councils concerned submitted programmes of work 
affecting some 375 miles of road, 330 miles of which remain to be done, mainly in 
Argyll and Inverness. At the current rate of expenditure (£350,000 per annum) these 
programmes will not be completed for many years. In order to enable the rate of work 
to be increased, the Board recommend that the annual Exchequer contribution be 
increased as soon as possible to about £500,000 a year, thus raising the annual total 
expenditure with the local authority contribution to some £650,000 a year. 
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New Roads 

3.56 In 1959 the Government decided to provide a separate programme of £0*25m. 
per annum for new roads. On the recommendation of the Advisory Panel on the 
Highlands and Islands, new roads have been built from Shieldaig to Torridon in 
Ross and Cromarty, and from Inverailort to Kinlochmoidart in Inverness-shire; and 
roads are under construction from the islands of Trondra and Burra to the mainland 
of Shetland, and between Tighnabruaich and Ormidale in Argyll. 

3.57 Undoubtedly, the new roads which have been constructed or are in the course 
of construction, are of great value especially for the development of tourism. In the 
Board‘s view, however, any proposal for the construction of further new roads 
should be considered as part of the general pattern of road development in the area, 
and tourism is by no means the only factor to be taken into account. The Board are 
so convinced of the vital importance to increase the rate of improvement of existing 
roads in the area that they are of the opinion that all available funds should be devoted 
to this purpose and that the provision of further new roads should await more 
prosperous times. They accordingly recommend that no more new roads should be 
constructed out of public funds at the present time. 



Approach Routes 

3.58 Finally, there are the two main approach roads to the Highlands — ^the A.9(T) 
and A.82(T) — which carry so much of the heavy traffic from the south and on which 
there is already congestion at certain places and times. In the Board’s view it would 
be foolish to try to develop the Highlands without adequate approaches. Improvement 
of the A.9(T) between Perth and Pitlochry, and the A.82(T) from Balloch to Tyndrum, 
via Loch Lomondside, is especially needed, and these routes have therefore been 
included in Appendix VIII. 



Road Widths 

3.59 The Board are concerned that there arc so many miles of road of inadequate 
width in the Highlands and Islands. Reconstruction of Highland trunk roads and 
class 1 roads is now carried out to a maximum 18-foot carriageway width, and 
on certain roads wider verges are provided to facilitate future widening. Because of 
the increasing use of wider coaches and lorries there is some pressure to increase the 
18-foot carriageway standard, but to raise it to 24 feet would increase tlie cost of 
road construction and tliereby reduce the mileage which could be completed for a 
given amount of money. This is a field in which the better is the enemy of the good, 
and in view of the urgent need to bring the greatest possible mileage of roads up to 
modern standards the Board recommend that 24-foot carriageways should not be 
provided on Highland roads for the time being, except where the traffic is exceptionally 
heavy, e.g., between Inverness and Invergordon. 



Road Grants 

3.60 The Board have learned with interest of the revised system of road grants 
which the Government proposes to introduce. It is proposed that capital grants be 
directed to the improvement of local authority roads which are of sufficient importance 
to the national transport system to justify the Secretary of State’s departments taking 
a direct part in the planning and programming of work. These roads will be known 
as principal roads. 
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3.61 It is understood that from 16th May, 1967, capital grants will cease to be 
paid for the improvement of roads which do not become principal roads, although 
they now form part of the classified road system and may remain classified for purposes 
other than grant. Local authorities will in future be responsible for planning and 
programming the improvement of such roads and for the maintenance of all roads 
for which they are the highway authorities. Expenditure incurred by local authorities 
on such work, and the rate-borne element of highway expenditure which qualifies 
for capital grant, is proposed to be grant-aided tlirough the rate support grant. The 
proposals accordingly involve some relaxation of central control over the improve- 
ment of roads which are not principal roads, and the Board have no reason to think 
tliat local authorities will fail to respond to the challenge. 

3.62 At the termination of the Board’s term of oflice tlie Scottish Development 
Department were in consultation with local authorities about which roads should be 
regarded as principal roads. The Board are accordingly unable to comment on the 
detailed proposals, but they welcome the assurance that tlie system will be periodically 
reviewed in order to take account of changing transport needs. 



Snow Clearance 

3.63 It is necessary to make adequate provision for snow clearance. The sole 
means of access to many areas is by road, and the snow problem in the Highlands and 
Islands is much greater than in most other parts of Great Britain. It would be extremely 
expensive to provide enough men and equipment to keep ali roads permanently clear 
in severe weather, and the Board consider that the efforts by the local authorities and 
the Scottish Development Department to keep roads open in winter are generally 
adequate in most areas. This is, however, obviously a matter on which close liaison 
requires to be maintained between local autliorities and the department in order to 
avoid any serious delay in essential traffic. 



Highway Planning 

3.64 The Board understand that a number of improvements programmed for 
Highland roads have not been started on the date envisaged because of the shortage 
of civil engineering staff employed in planning these improvements. The same position 
applies to pier works. It would be most unfortunate if the urgently needed projects 
which the Board have recommended above were to be delayed by a staff shortage of 
this kind. If it cannot be overcome, the Board recommend that consulting engineers 
should be more frequently employed than has so far been the case. 

Conclusion 

3.65 The provision of good roads throughout the Highlands and Islands is an 
ideal about which many previous reports have expressed high hopes and strong views- 
The Board, deeply conscious of tlie necessity to attain the ideal and yet aware of the 
high cost involved in doing so, are of the considered opinion that this cost must be 
met and the rate of expenditure on road improvements increased so as to ensure that 
the plans now being made for Highland development are not frustrated. 
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4. Sea Services, Small Ferries, Piers, 
Harbours and Canals 



4.1 The report of the Highland Transport Enquiry concluded that sea services 
seemed likely to remain the principal means of passenger and freight conveyance to 
and from the main islands. The Board believe this is still true of freight traffic, but 
the position may be changing as regards the conveyance of passengers on some routes — 
particularly those served by passenger/cargo ships. 



Replacement of Passenger/Cargo Ship Tonnage 

4.2 The growth of passenger traffic carried by British European Airways (B.E.A.) 
to and from island airfields is shown in Appendix X. The carrying capacity of the 
aircraft serving the islands was increased when the 32-seater DaJcotas were replaced 
by 44-seater Heralds. In 1966 the Heralds were replaced by 71-seater Viscounts. 
The air services are competing for passenger traffic with the sea services provided by 
David MacBrayne Limited (MacBraynes) and by the North of Scotland, Orkney and 
Shetland Shipping Company Limited (the North Company). It may be significant that 
in the case of islands like Shetland and Islay, where the sea transport services are 
based on passenger/cargo ships, the increase in air passenger traffic in recent years 
has been far more pronounced than in the case of Lewis/Harris and the Uists (where 
passenger/cargo services have been supplemented by vehicle ferry services) and in the 
case of Orkney (where the North Company’s S’?. Ola, though a passenger/cargo 
vessel, carries numbers of cars daily across the Pentland Firth to Scrabster). For 
Shetland and Islay the air passenger traffic carried fay B.E.A. between 1962 and 1966 
rose 24-8 per cent and 21-8 per cent respectively. The corresponding figures for 
Orkney and Stornoway were 10-6 and 12*1 per cent. In the same period B.E.A. air 
traffic to the Uists fell 2- 1 per cent. It seems that an increasing number of islanders 
and visitors are showing a preference for air travel. The passenger accommodation 
in the passenger/cargo ships is filled only in the four summer months, mostly by 
tourists. Part of the reason for this is that B.E.A. have not yet been able to provide 
enough capacity to cope with peak traffic. 

4.3 The increase in passenger traffic by air is obviously a factor which must be 
taken into account when the time comes for the shipping companies to consider the 
replacement of passenger ship tonnage, but until this year it had not resulted in a 
reduction in the amount of passenger carrying capacity. The North Company have 
announced that they are replacing the passenger/cargo ship St. Magnus (which pro- 
vided a once-weekly service between Leith, Aberdeen and Kirkwall, extended to 
Lerwick in the summer months only) by a cargo ship. It appears that an important 
factor in this decision is the extent to which the regular all-the-year-round passenger 
traffic between Orkney and the mainland has been attracted to B.E.A. air services 
and the shorter sea route, operated by the North Company, between Scrabster and 
Stromness. It was not economic to provide a new ship on the Leith-Aberdeen- 
Kirkwall route with the same passenger accommodation as the St. Magnus when this 
accommodation would only be used for four months in the year by tourists. The Board 
believe this is the first clear evidence of a trend which will continue and increase. 
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4.4 The passenger/cargo ships serving major arterial routes are included in 
Appendix XL Proposals for the replacement of the Lochiel by vehicle ferries are in- 
cluded in this report. None of the other ships (the Loch Seaforth, Claymore^ St. 
Clair, St. Ninian and St. Ola) is due for early replacement, but it seems likely that 
when the time comes neither MacBraynes nor the North Company will find it economic 
to replace them with similar ships. 

4.5 This is a problem of co-ordination of transport services and capital investment 
which, if it is not solved sensibly, could give rise to difiiculties. For instance, if 
passenger traffic in passenger/cargo ships declined, a greater share of the operating 
cost would require to be met by increasing the freight rates and/or the subsidy. Then 
again if, in the case of Shetland, the transition were to result in air travel becoming the 
sole means of passenger access to the islands, passengers who now travel second class 
by sea would require to pay substantially higher fares when travelling by air. 

4.6 The problem is less acute in the case of the sea services operated by MacBraynes 
because the vehicle ferries which have already been introduced on their routes have 
generated additional passenger and vehicle traffic by sea (Appendix V), and a similar 
increase in traffic can be expected when Islay is served by a vehicle ferry system. The 
problem is, however, more serious in relation to Orkney and Shetland where vehicles 
are still carried in passenger/cargo ships and, if it is to be solved sensibly, long term 
plans should now be made. 



Vehicle Ferries 

4.7 The report of the Highland Transport Enquiry also stated that the development 
of vehicle ferries was likely to bring about changes in the pattern of transport and 
trade. The Board, having seen the vessels in operation, are in agreement with this 
view. They believe that the development of vehicle ferry services is of great significance 
and that the future of sea transport in the Highlands and Islands will lie in large 
measure with one form or another of such vessels. The Board have made a study of 
vehicle ferries and their uses. They describe in the paragraphs which follow the general 
advantages of using these vessels in an area like the Highlands and Islands and make 
suggestions for their introduction into the pattern of sea services. 

4.8 Vehicle ferries for the sea services to the islands may be divided into three 
categories : 

(1) Large vehicle ferries, hereafter referred to as MacBrayne type vehicle ferries, 
which ply in exposed waters or on routes where peak demands are high e.g., 
Uig(Skye)-Tarbert(Harris) and Oban-Craignure(MuU) — see Plates A and B 
{between pp. 24 and 25). 

(2) RpU-on roll-off (Norwegian type) vehicle ferries — see Plates C and D. 

(3) Landing craft type vehicle ferries — see Plate E. 

4.9 The Board have discussed vehicle ferries with various operators, and they 
have also taken account of Norwegian experience of vehicle ferry operations. 

4.10 The Board, believing that certain areas of the Highlands and Islands are not 
unlike the districts of Norway where vehicle ferries have been successfully introduced, 
consulted Mr. K. H. Oppegaard, Chief Roads Surveyor of the Norwegian County of 
More and Romsdal, where 45 vehicle ferries operate. At the Board’s request, Mr. 
Oppegaard visited Islay, Jura, Colonsay, Gigha, South Uist, Barra and Eriskay and 
gave advice about the operation of vehicle ferries in those areas. The Board also read 
with interest Mr. Oppegaard’s report to Zetland County Council aboutfuture transport 
services to the North Isles of Shetland. 



19 



Printed image digitised by the University of Southampton Library Digitisation Unit 



4.11 Mr. Oppegaard explained to the Board that, soon after the end of the last 
war, the authorities of More and Romsdal became convinced that orthodox passenger/ 
cargo ships were no longer suitable for serving islands and isolated mainland com- 
munities that could only be served by sea. The lengtii of time occupied in loading and 
unloading cargo meant that calls could only be made three or four times a week, 
and the cost of loading and unloading appeared likely to rise appreciably faster than 
other transport costs. At the same time it was clear that the main feature of the 
development of transport in rural districts was going to be the rapid increase in the 
use of road vehicles of all sorts — public service buses, private cars, trucks and vans. 
People in the islands, and in mainland communities served by sea, could only partici- 
pate in this development if means could be found to connect them with the road 
network on the mainland. 

4.12 Accordingly, one of the main objectives of transport planning in M 0 re and 
Romsdal since the war has been to connect the islands to the road transport system 
by means of vehicle ferries. Ferry crossings have been planned so that services can 
be as frequent as possible, thus enabling the ferry services to perform, as closely as 
possible, the function of bridges. This has inevitably involved heavy expenditure on 
roads to ensure that the ferry crossings are as short as possible. As a result of the 
resolute application of this policy, 97-5 per cent of the population of the county are 
now connected (at least by vehicle ferry) with the main road network as against only 
12 per cent 35 years ago. 

4.13 The success of this policy is shown by the fact that in 1961 the ferries in the 
county carried 540,000 vehicles and 2,713,000 passengers; in 1965 980,000 vehicles 
and 4,500,000 passengers; and it is expected that tlie 1961 figures will be doubled in 
1966. 



4.14 The advantages obtained from vehicle ferry services in Norway include: 

(1) Greatly increased service frequency, (where ships previously called three or 
four times a week, vehicle ferries can provide as many services a day). 

(2) Handling of goods is greatly reduced with consequential savings in cost, 
(vans and trucks deliver goods direct to consignees with substantial reduction 
in losses and breakages). 

(3) Buses travel over the vehicle ferries and provide through services, (the More 
and Romsdal authorities say that these bus services are preferred, even when 
the journey is longer and more expensive). 

(4) S^etcher cases can be moved in ambulances direct from home to hospital 
without the inconvenience and discomfort of transfer from one form of 
conveyance to another. 

4-15 Although tlie circumstances are not identical, tlie Board believe that these 
advantages would also be obtained by the adoption of a similar policy in the Highlands 
and Islands. The more frequent transport services provided by vehicle ferries could 
reduce the feeling of isolation among islanders. Administrative services could be 
provided more economically and efficiently as travelling by local and central govern- 
ment officials is facilitated. It might in some cases be possible to provide improved 
medical and dental services by enabling doctors, dentists, nurses and patients to 
travel more easily. Not the least important benefit is that island children attending 
secondary schools might travel home more often. All these factors are highly relevant 
to the problem of reducing the rate of depopulation of the islands. 
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4.16 In their approach to sea transport services the Board have taken note of 
Mr. Oppegaard’s views and Norwegian experience of vehicle ferry operations. The 
basic principles which the Board have applied in their consideration of the future of 
the main sliipping services are: 

(1) In this age of the motor vehicle, as many island communities as practicable 
should be connected either by bridges (or causeways) or by vehicle ferries to 
the mainland road network. 

(2) Vehicle ferries form more satisfactory connections with the mainland road 
network if ferry routes are as short as possible so that services of optimum 
frequency can be provided. 

(3) Short vehicle ferry crossings over the most sheltered waters will enable the 
size of vessels, and therefore the capital employed and the operating costs 
and charges, to be kept to a minimum. 

(4) While it may be that the setting up of a short vehicle ferry sea route to an 
island is in the first instance expensive, Norwegian experience has shown that 
the much greater facility for travel to and from islands offered by vehicle 
ferries will result in an increase in traffic which will be rapid and substantial, 
though hard to estimate. 

4.17 The Board recommend that vehicle ferries should be closely considered and, 
wherever possible, introduced when new sea transport services are planned. 



Hovercraft and Hydrofoils 

4.18 In the long term, hovercraft and hydrofoils may have a part to play in the 
Highland transport system. The ability of hovercraft to dispense with expensive shore 
installations will be an important advantage. The Board have had consultations witli 
Clyde Hover Ferries Ltd. who have operated hovercraft on the Clyde. It is understood 
that these services will not be operated in 1967. The Board are unaware of any hydro- 
foil having been developed for carrying vehicles. An experiment was tried in the use 
of a hydrofoil for carrying passengers in Orkney waters and it proved unsuccessful. 

4.19 The Board, having studied this question carefully, formed the opinion that 
weather conditions, operating costs and load factors, combined with their present 
state of development both as to design and technical performance and the limited 
repair facilities available, made the introduction of both hovercraft and hydrofoils to 
an area of small populations and widely dispersed communities inadvisable at present. 
Nevertheless, both types of vessel are at a relatively early stage of development and 
it is clearly desirable that the possibility of their employment in the future should be 
kept under review. 



Landing Craft 

4.20 The Board have been impressed by the simplicity of operation and the 
economy of vessels of the landing craft type arising out of the fact that the need for 
complicated and expensive terminal facilities is largely removed. When regularity of 
service is of importance, however, weather and other factors may limit the usefulness 
of this type of vessel to relatively sheltered waters. In spite of the recent accident, in 
which a landing craft turned over at sea with loss of life, the Board are of the opinion 
that further investigation into the development and use of such craft would appear 
to be amply justified, particularly for providing transport services to small islands. 
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Miscellaneous Cargo Vessels 

4.21 Regular cargo services are operated to the islands and these form an important 
part of the general transport pattern. In addition, there are a number of small cargo 
vessels operating in the Highlands and Islands carrying both dry and liquid cargoes 
largely on a tramping basis. These range from the conventional coaster and tanker, 
generally of less than 1,000 tons deadweight, to the traditional Clyde puffer or her 
modern counterpart with a capacity of some 150-200 tons. These small ships carry 
for the most part bulk cargoes such as grain, coal, building materials, roadstone, 
fertilisers and so on. They are in general not subsidised and they form an important 
part of the cargo carrying services in the area. 



Orkney and Shetland— -Arterial Shipping Services 

Services and Charges 

4.22 The arterial shipping services between the mainland of Scotland and Orkney 
and Shetland are operated without subsidy by the North Company — a subsidiary of 
Coast Lines Limited. The North Company’s vessels and arterial routes are shown in 
Appendix XI. 

4.23 Orkney and Shetland have been well served by the North Company, who 
operate a modern fleet. With the exception of charges for the transport of sheep and 
Iambs (see paragraphs 6.30-32), the fares and freight rates charged by the company 
compare broadly with MacBrayne’s fares and freight rates to Lewis, Harris, the 
Uists and Barra. 



The Future Prospect 

4.24 There is evidence that, due to the rapid and continuing rise in the cargo 
handling costs associated with conventional cargo ships (which are loaded and un- 
loaded by means of slings, tubs or other hand-operated equipment), shipowners and 
shippers are seeking other means of transporting and handling freight. Both the North 
Company and MacBraynes have introduced a measure of containerisation, but it 
would appear that so far neither has been able to show material reductions in handling 
costs. The introduction of vehicle ferries serving Lewis, Harris, the Uists and Mull 
has provided these islands with an alternative service which, while expensive for 
freight traffic at the moment, carries the possibility of becoming relatively less expensive 
as the volume of traffic increases, unlike conventional cargo ships. Vehicle ferries are 
free from the continued steeply rising costs of loading and unloading freight. There 
would, however, seem to be a strong possibility that, alone among the major islands, 
Orkney and Shetland will be left with their main arterial freight service provided by 
conventional cargo and passenger/cargo ships which will be burdened with the costs 
of loading and unloading cargo, which are likely to increase appreciably faster than 
other transport costs throughout the country. 

4.25 The North Company will also have to face increasing competition — ^parti- 
cularly for passenger traffic — from the air service provided by B.E.A. If the passenger 
traffic carried by sea declines, this could have an adverse effect on the level of sea 
transport charges to the islands. 
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4.26 The Board consider that it must be a matter of some doubt whether the 
North Company will be able to continue for long to provide their existing services 
without financial assistance if they are to keep fares and freight charges at levels 
comparable with those charged elsewhere in the Highlands and Islands. 

4.27 Services to Orkney are operated by the North Company on two routes, viz. 
Leith-Aberdeen-Kirkwall and Scrabster-Stromness. It is possible that the latter 
route could, with advantage, be developed using a vehicle ferry. 



The Orkney Services 

4.28 The mainland of Orkney is separated from northern Scotland by the com- 
paratively short sea crossing of the Pentland Firth, which is swept by fast-running tides 
and is a notoriously rough and dangerous stretch of water. The North Company, 
however, operate a daily service between Scrabster and Stromness, using the St. Ola, 
whose accommodation for cars (which are loaded and unloaded by the ship’s derrick) 
is regularly filled throughout the summer months, when the service is supplemented by 
the St. Clement. A suitable vehicle ferry could no doubt be built capable of crossing 
the firth with no less safety than the St. Ola. A preliminary study made on behalf of 
the Board indicates that it is likely that suitable sites for pier works could be found on 
both sides of the firth. The introduction of a roll-on roll-off vehicle ferry service would 
improve access both for buses and touring motorists. 

4.29 A vehicle ferry service across the firth appears to be an operational possibility 
for the future. The Board recognise, however, that this idea has few attractions for 
the people of Orkney at the present time. They believe, however, that there will be a 
steady rise in the cost of moving freight by conventional cargo and passenger/cargo 
ships from Aberdeen which may, before long, prove unacceptable and that therefore 
an alternative method of transporting freight and livestock to and from Orkney 
should be sought. If the shortest route across the firth were chosen, a vehicle ferry 
could make two or three return trips a day and, given a reasonable load factor, this 
could keep sea transport costs down. In time it might be found that the sources of 
supply and livestock marts in Caithness, Ross and Cromarty and Inverness-shire gave 
as good a service as Aberdeen. The Board have suggested in Section 3 of this report 
that additional finance be made available to speed up the improvement of certain 
roads between Scrabster and Inverness. They now recommend that the question of the 
Pentland Firth vehicle ferry crossing be the subject of a comprehensive study involving 
not only the cost of transport but the wider social and economic aspects. 



The Shetland Services 

4.30 The economy of Shetland is linked to Aberdeen even more closely than 
that of Orkney, and it is difficult to visualise any other port of shipment for Shetland 
than Aberdeen. The 180-mile sea passage from Aberdeen to Lerwick is so long that 
the introduction of vehicle ferries on this route is unlikely to be profitable at present 
but may become a possibility for the future. In the meantime, the further development 
of containerisation appears to be a means of escape from the spiral of rising costs of 
loading and unloading the passenger/cargo vessels serving Shetland. Coast Lines Ltd., 
who own the North Company, are in the forefront of shipowners developing the 
concept of containerisation, and the Board hope that their experience of the develop- 
ment will be applied fully to the Shetland sea services. The Board recommend that a 
study be made of the possibility of improving the sea transport services to Shetland 
by the development of containerisation and, perhaps ultimately, th? introduction of 
vehicle ferries. 
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The Need for Action 

4.31 It is the view of the Board that, if plans are not made which provide for the 
operation of the arterial sea services to Orkney and Shetland by ships designed to 
escape the trend of steeply rising costs, the economy of these islands will be at risk. 
Accordingly, the Board recommend that the Secretary of State should now consult 
the North Company about their plans for the future of their services and the carrying 
out of the studies which the Board have recommended. 



Shetland — Overland Route to North Isles 

4.32 At the invitation of Zetland County Council, Mr. K. H. Oppegaard studied 
a proposal to replace the services from Lerwick to the North Isles of Shetland, by a 
system of vehicle ferries. His report was generally in favour of the proposal. Later, in 
1963, a deputation from Zetland County Council visited Norway for further detailed 
investigations. The county council then produced a full and detailed report advocating 
a system of vehicle ferries on the Norwegian model and seeking financial assistance 
from the Secretary of State. 



The Existing Sea Services 

4.33 The North Isles of Shetland comprise Yell (population 1,155), Unst (popu- 
lation 1,148), Whalsay (population 764), Fetlar (population 127) and Out Skerries 
(population 105). Figure 6 shows the existing transport services. 

4.34 These islands are served by the Earl of Zetland (548 gross tons), which sails 
from Lerwick and calls at Mid Yell and CulHvoe (Yell), Uyeasound and Baltasound 
(Unst), Symbister (Whalsay), Hubie and Brough Lodge (Fetlar) and the Out Skerries. 
The frequency of the service varies from three services a week for Mid Yell to once 
a week for Out Skerries. There are piers at Symbister, Mid Yell, CuUivoe and Balta- 
sound, but at all except Symbister extensive improvements are needed. Passengers 
and goods pass between ship and shore by flit-boats at Uyeasound, Hubie, Brough 
Lodge, CulHvoe and Out Skerries. 

4.35 The islands of Yell and Unst are also served by the so-called overland route, 
involving a journey by road between Lerwick and Tofts Voe in the north mainland, 
a passenger ferry across Yell Sound from Tofts Voe to Ulsta in Yell; another journey 
by road from Ulsta to Gutcher in North Yell; and a second passenger ferry across 
BluemuII Sound to Belmont in Unst. The county council built and maintain the jetties. 

4.36 The Secretary of State pays the North Company a subsidy based on the 
annual loss of about £18,000 incurred in operating the Earl of Zetland. The overland 
route is not subsidised. 



Possible Alternative Systems 

4.37 The Board have considered four ways in which transport to the North Isles 
of Shetland can be provided when it is decided to replace the present Earl of Zetland: 

(1) By using a new vessel of the same size and type. The existing overland route 
would continue. 
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(2) By using a new passenger/cargo vessel of the same type, but smaller and less 
expensive. Again, the existing overland route would continue. 

(3) By using a cargo vessel, with all passenger traffic to and from the North Isles 
passing via the existing overland route, which would continue with, possibly, 
enlarged capacity. 

(4) By converting the existing overland route into a vehicle ferry service with three 
vehicle ferries and a fishing boat adapted for passenger use. All passengers, 
freight and livestock to and from the North Isles could then pass over 
the new system and the Earl of Zetland would not be replaced — see Figure 6. 

4.38 In their consideration of these proposals the Board had the assistance of Mr. 
James Kirkland, who has had extensive experience of road freight operations. He 
advised the Board on the road haulage aspects of the proposed vehicle ferry system. 
The county council’s estimate of the goods traffic on the proposed vehicle ferry route 
appears to assume that the bulk of the traffic now passing to the North Isles in vessels 
other than the Earl of Zetland would immediately transfer to the new ferry service. The 
Board’s enquiries indicate that this is unlikely. The proposed ferries would, however, 
be able to cope with all the traffic now carried by the Earl of Zetland and any foreseeable 
increase. 

4.39 The Board also arranged for Mr. Norman Edmond, the General Manager 
of the North Company, to visit Norway and inspect vehicle ferries in operation there. 
His views have been taken into account by the Board in formulating their estimates 
and their recommendations. 



Estimates of Cost 

4.40 Appendix XII contains comparative estimates of the capital expenditure 
involved in the provision of vessels and pier works for each system; the annual 
operating costs of vessels; and the shipping subsidies. The vehicle ferry estimates are 
based on a Norwegian type design modified to meet British standards. The provision of 
a cargo service is the least expensive method. The proposed vehicle ferry system 
involves more capital expenditure than the provision of a smaller Earl of Zetland, but 
less than a straight replacement of the present Earl of Zetland. The vehicle ferry system 
and the cargo ship offer the lowest operating cost. 

4.41 All the proposals involve a bigger shipping subsidy than is paid for the 
operation of the existing Earl of Zetland. The subsidy involved in the vehicle ferry 
system would, however, decrease with the expected growth of traffic, wliile the subsidy 
for all the other systems and for the existing Earl of Zetland would tend to increase as 
traffic is lost to the existing overland route. 

4.42 In putting their proposals to the Secretary of State, Zetland County Council 

expressed the view that the provision of a vehicle ferry service should be treated as 
simply a continuation of the public road (in effect, the same as the building of bridges 
to the islands) and that the ferries should be free both to passengers and to vehicles. 
If this proposal were approved the Board estimate the shipping subsidy would be 
about £45,000 a year, i.e., the cost of operating the ferries. The Board’s views on free 
ferries are stated. in paragraph 6.23. * 



The Long Sea Route 

4.43 The Board do not consider that the provision of another vessel similar to 
the Earl of Zetland, or of a smaller vessel of the same type, should be approved, having 
regard to the competition from the existing overland route. In recent years this route 
has carried more and more passengers and parcel traffic and the Earl of Zetland 
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has carried less and less. If the present pattern of transport were to continue, these 
trends would also continue and the Secretary of State would have to finance, 
annually, increasing subsidies for the passenger /cargo service and/or the fares and 
freight charges would require to be raised. The Board believe that the popularity 
of the present overland route will continue to increase. The ferries operate without 
subsidy, but they use jetties which are provided by the county council. Sooner or 
later larger ferry boats will be required for the overland route and better jetties will 
have to be provided by the county council. The bulk of the money spent by the 
county council on jetties is provided by capital grant from the Secretary of State. 

4.44 The Board also believe that in country districts there will be an increase in 
the use of private cars for passengers, and of privately owned vans and trucks for 
goods. They are accordingly of the opinion that, if the Secretary of State were to 
decide to replace the Earl of Zetland with a similar vessel of the same or smaller size 
and leave the overland route as it is, the local pressure for some means of moving 
vehicles over the overland route would remain and the increase in the numbers of 
private cars, vans and trucks would strengthen the case for its provision. 

4.45 The possibility of replacing the Earl of Zetland with a cargo vessel and 
leaving the existing overland route service, possibly enlarged, to carry all passenger 
traffic to and from the North Isles has also been considered. As the cargo vessel 
would carry goods trafiic only, it might be expected that it would not start its life faced 
with a continuance of the competition for passengers and parcels from the overland 
route. The Board believe that eventually this expectation would prove vain. With 
the passenger traffic from the Earl of Zetland thrown on to the existing overland 
route, the ferry services would increase their frequencies, and the greater frequency 
of service would lead to more and more goods traffic passing as parcels and the loss 
on the cargo service, which would be borne by the Secretary of State or the users, 
would surely increase. The pressure to provide means of moving vehicles over the 
overland route would also increase, and the Board believe that in the end it would 
prove irresistible. 

4.46 The proposal that the Earl of Zetland should be replaced by a cargo vessel 
would involve a clear and definite reduction in the passenger transport service to the 
North Isles, and the Board do not consider that it should be approved. To withdraw 
that service without replacing it with an improved service would conflict with the 
Government’s announced policy to encourage development in the islands and would 
have a depressing effect on the morale of the people living in the North Isles of 
Shetland. A cargo ship supplemented by the existing overland route would not, in 
the opmion of the Board, adequately meet the transport needs of these islands. 



Vehicle Ferries on the Short Sea Routes 

4.47 There remains the fourth possibility, namely that of providing a vehicle 
ferry system to the North Isles of Shetland. If there is to be effective development in 
the islands, and if energetic people are to be persuaded to stay and work there, the 
difference between living conditions and amenities on the islands and on the mainland 
must be reduced wherever this can reasonably be done. Infrequency of communication 
with the outside world and the disagreeableness of the means of communication are 
two of the most important of these differences, and the steady and increasing success 
of the overland route is proof of how much this is felt by the people in the North Isles 
of Shetland. Islanders are supposed to like the sea, and so they do when it is kind and 
friendly. But there is now ample proof that, when they are given a choice, the majority 
of them choose the route that puts them on the sea for the shortest possible distance. 
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4.48 The existing overland route has to some extent solved the difficulty of fre- 
quency for the people of Yell and Unst and has given them the shortest possible sea 
crossing, but the ferries can only carry passengers and parcels. Whalsay, Fetlar and Out 
Skerries are still dependent on the infrequent service provided by the Earl of Zetland. 

4.49 The replacement of the Earl of Zetland by a system of vehicle ferries is, in 
the opinion of the Board, economically the correct solution. Accordingly, they 
recommend that the sea services to Yell, Unst, Whalsay and Fetlar be provided over 
the short sea routes by Norwegian type vehicle ferries capable of carrying vehicles 
and passengers, and the service to Out Skerries by a suitably adapted fishing vessel. 

4.50 Twenty years ago there were flourishing coastal liner routes all round the 
mainland of Britain; today there are none, because of successful road competition. 
The only coastal liner routes operated today are to islands to which no alternative 
means of access has yet been found. The introduction of a vehicle ferry system to the 
North Isles of Shetland would ensure that public funds were used to support one 
instead of two competing systems of transport, where the success of one could only 
result in increased calls on public funds by the other. The introduction of a vehicle 
ferry system should be seen as the development of a partnership between sea and 
road transport. There is also reason to hope that the rapid growth of traffic which 
should follow the introduction of vehicle ferries would at least keep the level of 
charges and subsidy steady. Continuance of the present system can only lead to an 
increase in both. 

4.51 Zetland County Council have proposed that they should operate the vehicle 
ferries. The existing Earl of Zetland is operated by the North Company, who have 
years of shipping experience and already have a manager and store in Lerwick 
backed by a headquarters organisation in Aberdeen. The Board believe that this 
company are best fitted to operate the proposed vehicle ferry service. 

4.52 The county council do not consider it necessary to provide a public road 
haulage service using the proposed vehicle ferries. The Earl of Zetland provides a 
freight service to and from the North Isles whereby any member of the public can 
take to the local office of the shipping company anything he or she wishes to send 
and it will be sent. The Board think it would be wrong to introduce a service in place 
of that provided by the Earl of Zetland which does not, initially at least, provide this 
facility. They accept that, in course of time, privately owned vehicles may well provide 
all the transport required, but they are of the opinion that until this happens a public 
road haulage service should be provided by the ferry operator. They recommend that, 
subject to agreement as to terms, the North Company be invited to operate the vessels 
and provide a trunk road haulage service to the North Isles of Shetland. The intro- 
duction of a vehicle ferry system will involve considerable expenditure on pier works, 
and the Board recommend that financial assistance be made available to Zetland 
County Council to enable the necessary ferry terminals to be provided. 



Shetland— Local Shipping Services 

Fair Isle 

4.53 A crew of islanders operate a service from Fair Isle to the mainland of 
Shetland tWice-weekly in summer and once-weekly in winter. The boat used is an 
adapted motor fishing vessel and carries cargo and passengers. Zetland County Council 
are responsible for providing the service. They pay the islanders an annual fee 
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and retain the revenue. The difference between the expenditure and income is met 
three-quarters by the Secretary of State and one-quarter by the county council. 
The Board are of the opinion that, having regard to the isolated position of Fair 
Isle and the restricted landing facilities there, the present system whereby a small 
boat operates from the island is an economic way of serving the island’s needs. 
The possibility of providing an airstrip on the island will be investigated if the recom- 
mendation in paragraph 5.34 is accepted. 



Foula 

4.54 The transport needs of Foula are also met by a local crew operating from 
the island about once-weeldy to the mainland of Shetland. The Secretary of State 
has made available a grant and loan to the boat owners to replace the existing boat 
with a converted lifeboat; and Zetland Comity Council have provided lifting tackle 
on Foula for this new boat. As in the case of Fair Isle, the Board believe that the 
present way of serving the island is economic, and they endorse the action of the 
Secretary of State in making a capital grant to enable the islanders to carry out a 
satisfactory service on their own behalf. 



Papa Stour 

4.55 The island of Papa Stour is served by a fishing boat operated by an islander. 
With the help of the Salvesen Trust, the operator has recently acquired a barge which 
is towed behind the fishing boat on occasion and can carry livestock, a tractor and 
most of the island’s requirements. The Board commend the initiative of the local 
people in providing adequately for their own transport needs in such an economic 
fashion. 



Bressay 

4.56 Daily ferry services are operated between the island of Bressay and Lerwick. 
It may become necessary for the operators to acquire another boat in the near future, 
and if that need arises the Board recommend that the Secretary of State should consider 
favourably making financial assistance available for the acquisition of a suitable 
vessel. 

4.57 The Board recommend that the standards of safety and comfort recommended 
in paragraph 4.143 should apply to these services. 



Orkney — Local Shipping Services 

4.58 Goods and passengers to and from the mainland of Orkney are transported 
to the surrounding islands mainly by three companies. The islands of Westray, Papa 
Westray, Sanday, Stronsay, Eday, Rousay, Egilsay, Wyre and North Ronaldsay are 
served from Kirkwall by the Orkney Islands Shipping Company Ltd. (O.I.S.C.), who 
were set up in 1962 to take over the services of the old Orkney Steam Navigation 
Company Ltd. Services from the island of Shapinsay to Kirkwall are operated by 
William Dennison (Shapinsay) Ltd. (Dennisons). Services from the southern islands 
of Graemsay, Hoy and Walls, and Flotta to Stromness are operated by Messrs, 
Bremner & Company (Bremners). 
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North Isles of Orkney 

Orkney Islands Shipping Company Ltd. 

4.59 This company have two sliips — the Orcadia (built in 1962 for the Secretary 
of State and chartered to the company) and the Earl Sigurd, which was built in 1931. 
Both are equipped for carrying passengers, cargo and livestock. The services operated 
are shown in Figure 7. The Earl Sigurd, believed to be the only coal-burning ship still 
operating scheduled services round the coasts of Britain, is now well past the limit of 
economic operation and must be replaced fairly soon. The kind of replacement 
needed will not become clear until the future of the experimental air services to the 
North Isles (mentioned in paragraphs 5.28-9) have been established. If these air 
services are sufficiently attractive to carry a substantial part of the passenger traffic 
on these routes, it will be possible to replace the Earl Sigurd with a ship designed to 
carry only cargo and livestock and up to 12 passengers. Such a ship would be con- 
siderably cheaper to operate than a sliip with a passenger certificate and would offer 
the opportunity of reducing the operating costs of the company. 

4.60 The Board considered, very carefully, the number of ships required for these 
islands and came to the conclusion that, although there is too much work for one ship, 
there is not enough to keep two fully employed. Because of the tides, shallow water at 
the piers, etc., it would be extremely difficult to charter a ship from elsewhere to cope 
with seasonal rushes, reliefs, emergencies, etc. The greatest possible economy would 
therefore be to divert as much as possible of the passenger traffic to the air and so 
leave the Orcadia in a position to cope with any seasonal peaks of passengers. 

4.61 There is one other aspect of this service to which the Board have not been 
able to devote as much attention as they would have liked. Bearing in mind that they 
have recommended a system of vehicle ferries for the North Isles of Shetland, they 
recommend that the O.I.S.C. should investigate the possibility of providing more 
vessels into their territory. They recognise that the geography of the two groups of 
islands is different and that the solutions proposed for Shetland may not be suitable 
for Orkney. In particular, there may be difficulties in carrying livestock on long exposed 
journeys in the kind of ship proposed for the generally shorter and more sheltered 
crossings in Shetland. Nevertheless, a full investigation should be made, particularly 
if there are likely to be facilities in the long term for roll-on roil-off transport from 
the north coast of Scotland to the mainland of Orkney. 

4.62 The islands of Rousay, Egilsay and Wyre, which lie near the Orkney main- 
land, are served weekly from Kirkwall by the O.I.S.C. for livestock and cargo, and 
daily by a local ferry boat for passengers and mail — see Figure 7. The Board 
recommended that the O.I.S.C. should investigate the possibility of providing more 
frequent cargo services to this group of islands by operating a landing craft, or similar 
type of vehicle carrying vessel, over the short sea route from Tingwall. 

4.63 The Board were informed by the Department of Agriculture and Fisheries 
for Scotland that Dennisons had made an application for assistance under the High- 
lands and Islands Shipping Services Act, 1960, in respect of their operations between 
Shapinsay and Kirkwall — see Figure 7. The Board came to the conclusion that the 
sliips proposed for the O.I.S.C. would have ample spare capacity to provide a service 
to Shapinsay should Dennisons give up this service which, they say, is uneconomical 
to run. It would be wrong to subsidise Dennisons to enable them to continue this 
service when the subsidised company could provide an adequate service without extra 
capital equipment. The Board recommended that if there should be a need for a subsidy 
for this service it should be provided through the O.I.S.C. 
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4.64 The Board also considered whether costs of transport to the North Isles 
could be reduced by arranging bulk shipments direct to these islands from the main- 
land of Scotland and cutting out the heavy costs of transhipment to Kirkwall. They 
were convinced, however, that apart from the commodities traditionally shipped in 
bulk (for example, slag, coal, etc.) the differing sea conditions in the North Isles and 
the Aberdeen passage, and the relative lightness of the traffic to the North Isles 
would make a regular liner service of this kind impracticable and uneconomic. The 
heavy cost of transhipment would be taken accomit of to a much greater extent than 
at present if the recommendation which the Board have made in paragraph 6.32 for 
the reduction of charges on this route is accepted. 



South Isles of Orkney 

4.65 Hoy and Walls, Graemsay and Flotta are served by Bremners using the Hoy 
Head and the Watchful, two adapted motor fishing vessels, one of which operates only 
during the summer. There has been no suggestion that these services which are shown 
in Figure 8 are less tlian satisfactory to the people they serve. Some small islands in 
Scapa Flow have been abandoned in tlie last few years and the need for providing 
transport services to them has thus been removed. It now seems clear, however, that 
Hoy and Walls, Graemsay and Flotta will have a continuing need for a regular 
transport service, and the design of the present service does not allow for any kind of 
development. The Board recommend that an investigation should be made of the 
possibility of serving Hoy and Walls at a greater frequency through Mo Ness at the 
north of the island using the existing road to provide a connection with Lyness and 
Longhope at the south end. Graemsay could be taken in on the way. Flotta, lying in 
the southern part of Scapa Flow, presents a problem, but this could possibly be over- 
come by making the long sea journey to Longhope and thence to Flotta twice or three 
times a week. A circular overland route using vehicle ferries might even be developed 
from Kirkwall through Stromness to Mo Ness in Hoy calling at Graemsay; through 
Hoy by road to Lyness; thence to South Ronaldsay calling at Flotta; and returning 
to Kirkwall by road via Burray. The Board recommend that the possibility of develop- 
ing such a route, which might prove to be a tourist attraction, should also be investi- 
gated. The Board recognise that improvements to the piers at Graemsay and Mo Ness 
would be involved, but this might prove more economic than making long sea runs 
over a route which is paralleled for much of its length by the public road through 
Hoy and Walls. 

4.66 Both the Hoy Head and the Watchful still have a number of years of useful 
life, but the Board are of the opinion that a suitably designed single vessel, preferably 
of the vehicle ferry or landing craft type, could provide all the facilities at present 
given by both. This would, of course, raise problems of relief for surveys and emer- 
gencies. The Board recommend, however, that one of the ships for the North Isles of 
Orkney should be so designed as to be interchangeable with the ship for the South 
Isles services. The economics of the services to both groups of islands could thus be 
improved. 



The Outer Hebrides, Skye, Mull and Small Isles — Arterial 
Shipping Services 

4.67 The Board’s objective in this area is to put forward suggestions for improve- 
ments in the services concerned which will be consistent with the broad principles 
outlined in paragraph 4. 1 6 ; be as economic as possible both as regards capital expendi- 
ture and operating costs; and which will make the best use of existing capital 
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equipment. They have borne in mind that existing vessels cannot always, with advan- 
tage, be withdrawn from service before their useful life is completed. 



Description of Existing Services 

4.68 The arterial shipping services in north-west Scotland are largely operated 
by MacBraynes, with financial assistance from the Secretary of State, while the 
Caledonian Steam Packet Company Ltd. (C.S.P.C.), a subsidiary of British Rail, 
operate the vehicle ferry service between Kyle of Lochalsh and Kyleakin, which is dealt 
with in paragraphs 4.151-156. 

4.69 MacBraynes serve this area on a regular basis with two large and one small 
passenger/cargo vessels; three MacBrayne type vehicle ferries and two cargo ships. 
The mainland terminals are Kyle of Lochalsh, Mallaig, Oban and Glasgow. The three 
MacBrayne type vehicle ferries (introduced in 1964) are each of 2,100 gross registered 
tons. They are not designed on the roll-on roll-off basis, but have lifts to raise and 
lower vehicles between the quay and the car deck. This design was chosen in order 
to use existing piers where possible. 

4.70 Details of the routes operated are shown on Figure 9. One large passenger/ 
cargo vessel, the Loch Seqforth, nms between Mallaig and Kyle of Lochalsh and 
serves Lewis-Harris through Stornoway; and the other, the Claymore, serves Mull, 
Coll, Tiree, Barra and South Uist from Oban. The small vessel, the Loch Arkaig, 
serves the Small Isles and Raasay from Mallaig. 

4.71 One MacBrayne type vehicle ferry, the Hebrides, operating from Uig (Skye), 
serves Lewis-Harris through Tarbert (Harris) and also serves the Uists and Benbecula 
through Lochmaddy. The second vehicle ferry, the Clansman, runs between Mallaig 
and Armadale (Skye), and traffic using this service (or the vehicle ferry service operated 
between Kyle of Lochalsh and Kyleakin by the C.S.P.C.) can use Skye as a “ bridge ” 
to Lewis-Harris and to the Uists-BenbecuJa by connecting with MacBrayne’s services 
from Uig. The third vehicle ferry, the Columba, serves Mull through Craignure and 
also provides a service to Lochaline in Morvern. 

4.72 The MacBrayne cargo ship services to the Western Isles are based on 
Glasgow. MacBraynes also operate two vessels, the Loch Nevis and King George V, 
on summer excursion services out of Oban and Fort William. Since these two vessels 
do not affect the regular transport pattern, the Board do not propose to comment 
on them except to say that they are getting on in years and that the justification for 
replacing them will rest on grounds of tourist development rather than regular 
transport needs. 



Introduction of Vehicle Ferries 

4.73 The Board are of the firm view that the future of sea transport in this area 
will lie largely with vehicle ferries of one type or another, although it is not yet clear 
what final form these ferries will take. The three vessels introduced by MacBraynes 
have been responsible for a substantial increase in the movement of tourists and 
private cars, and are carrying increasing numbers of freight vehicles, although, as yet 
it is too early to make useful comment on the economics of their operation. It is 
recognised that their design, involving as it does the use of lifts rather than the roll-on 
roll-off principle, with consequential delays in loading and unloading, is not ideal, 
although there was good reason for its selection at the time. It is, however, stressed 
that in the overall problem of improving transport services in the area, the value of 
connecting the islands to the national road system is substantial. 
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4.74 The Board suggest at this stage tliat the aim should be to introduce simpler 
and less expensive vehicle ferries on certain routes and that consideration should be 
given to redeploying the MacBrayne type vehicle ferries on routes where their size 
and ability can be used to better advantage. 

4.75 The Board believe that the days of conventional passenger/cargo ships such 
as the Claymore and the Loch Seaforth are numbered, but it would be premature and 
uneconomic to withdraw these vessels from service at this stage. 

Mainland Terminals 

4.76 The Board consider that, for the present, the Western Isles should continue 
to be served from Mallaig, Kyle of Lochalsh, Oban and Glasgow, but that the services 
on the various routes should be reconsidered on the basis of the pattern outlined 
below and shown in Figure 10. 

Lewis-Harris Direct to Mainland 

4.77 The Loch Seaforth, which provides a daily service (six days a week) between 
Mallaig-Kyle of Lochalsh and Stornoway, has given good service and still has some 
ten years of useful life before her. It may be that in the long term the overland route 
from the mainland tlirough Skye (i.e., to Lewis-Harris via the Kyle of Lochalsh- 
Kyleakin or the Mallaig-Armadale ferries and the Uig-Taxbert vehicle ferry) will 
prove to be the most economic and efficient route to and from the Outer Hebrides. 
While statistics obtained Over the last four years (Appendix V) are tending to point 
this way, the Board consider that it would be premature, on the evidence available, 
to suggest the withdrawal of the direct Storaoway-Kyle of Lochalsh-Mallaig service. 
The facts will eventually argue for themselves, and factors which will require to be 
taken into account when this matter is reconsidered include the position with regard 
to the railways and roads to Mallaig and Kyle of Lochalsh, and the roads from 
Kyleakin and Armadale to Dig and from Tarbert to Stornoway. 

4.78 The Board have received strong representation that the Loch Seaforth should 
be immediately replaced by a major vehicle ferry plying direct from Stornoway to 
Kyle of Lochalsh, Ullapool or some other point on the mainland, but they consider 
that to recommend such an arrangement would also be premature. It must be recog- 
nised that, owing to the exposed nature of the waters which lie between Stornoway 
and the mainland, any such vessel would require to be of substantial size and therefore 
high capital cost, while the frequency of the service could not be great owing both 
to the distance and the likely volume of traffic. These factors all lead to the inevitable 
conclusion that either freight rates would be high or the subsidy payable to MacBraynes 
would increase considerably. In addition, it should not be forgotten that the air 
services to Stornoway are increasing their passenger carryings. 

4.79 Looking a little further ahead, however, towards the time when the Loch 
Seaforth nears the end of her useful life, it may be that the facts will indeed demonstrate 
the wisdom of a direct major vehicle ferry operating between Stornoway and, say, 
Ullapool. Greater emphasis might then be laid on the Uig-Lochmaddy leg of the 
service, wliich is presently provided by a MacBrayne-type vehicle ferry connecting 
Uig (Skye) with Tarbert (Harris) and Lochmaddy (N. LFist). Thus, the Uists would 
receive a better connection with the mainland, while Stornoway, the main centre of 
population and industry in the Outer Hebrides, which on account of its thriving 
industries and growth potential seems likely to continue as the major port for Lewis- 
Harris, would receive the connection most appropriate to its requirements and to 
conditions obtaining at the time. The Board recommend, however, that for the present 
the Loch Seaforth should continue her existing service, forming the direct connection 
between Stornoway and the rail-heads and roads at Kyle of Lochalsh and Mallaig. 
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Uists and Barra Direct to Mainland 

4.80 MacBraynes have suggested that a new major vehicle ferry service be provided 
between Castlebay, Lochboisdale and Mallaig. This idea commends itself to the 
Board and they recommend its adoption. They further recommend that if it can be 
arranged for three days per week, the existing service by the Claymore connecting 
Barra and South Uist with Oban should be withdrawn. In paragraph 4.159 the Board 
suggest that consideration might be given to the provision of a regular service between 
South Uist, Eriskay and Barra using a vehicle ferry of the landing craft type. If this 
proves feasible, it will offer the possibility of a much more frequent transport service 
to Barra. 



Lewis, Harris and Uists via Skye to Mainland 

4.81 The vehicle ferry Clansman which at present operates on the Mallaig-Arma- 
dale route also acts as the reserve vessel for the Loch Seaforth, the Claymore and the 
other MacBrayne type vehicle ferries during refit periods or in cases of emergency. 
The potential of the Clansman has been under used during the past two seasons and 
the Board recommend that this route might more suitably be covered by a Norwegian 
type ferry of appropriate design which would be cheaper both in capital and operating 
costs and which would also be available for relieving other vehicle ferries. This would 
release the Clansman for use on the proposed new direct service between Barra, the 
Uists and Mallaig. 

4.82 MacBraynes have also suggested that the service between Uig, Tarbert and 
Lochmaddy could be improved by using the Clansman on the Uig-Lochmaddy route 
on the three days when her schedule on the Barra-Uist-Mallaig route permits. This 
would enable the Hebrides to concentrate on the Uig-Tarbert route and have the 
added advantage of providing a daily connection between Barra, South Uist and the 
mainland via Mallaig and via Uig on alternate days. The Board recommend that, if 
the traffic justifies it, this suggestion by MacBraynes be adopted. 



Mull, Coll and Tiree to Mainland 

4.83 The Board regard the Sound of Mull as an area which naturally lends itself 
to the employment of a Norwegian type vehicle ferry and recommend that MacBraynes 
should consider introducing such a vessel, or vessels, on the Oban-Craignure- 
Lochaline service as opportunity may arise. Careful attention must be given to the 
summer peak load conditions and, pending clarification of this and other factors, the 
Columba should continue her present service on this route, which is of importance 
both from the arterial and tourist viewpoints. The growth in the carriage of vehicles 
on this route is shown in Appendix V. 

4.84 The Board considered the possibility of introducing a Norwegian type 
vehicle ferry service from Oban to Coll and Tiree when the present Claymore service 
from Oban to Barra and Lochboisdale is replaced by a vehicle ferry service from 
Mallaig. In view of the exposed sea which lies between the Sound of Mull and these 
islands, and the heavy expenditure which would be involved, they do not recommend 
the introduction of such a service at present. They recommend that these islands 
should continue to be served from Oban by either the Claymore or the vehicle ferry 
Columba. The possibility of using the Columba to serve Coll and Tiree would depend 
on progress with the introduction of Norwegian type vessels in the Sound of Muh 
and the future arrangements for relieving the other major vessels of the MacBrayne 
fleet. 
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Small Isles 

4.85 The Board have not had an opportunity to make a detailed inspection of the 
sea transport services to this group of islands which are served from Mallaig by 
MacBrayne’s Loch Arkaig. They have, however, considered the Small Isles service in 
the context of the sea transport system of the area and have concluded that the pro- 
posed new vehicle ferry service between Castlebay, Lochboisdale and Mallaig should 
not be interrupted to call at the Small Isles. To do so would give rise to difficulties of 
co-ordination and would be likely to upset the regularity of the new service. If the 
existing Raasay service were replaced by a small vehicle ferry service, as suggested in 
paragraph 4.159, the Small Isles would have the sole use of the Loch Arkaig. 

4.86 The Board have received complaints about the Loch Arkaig, the principal 
one being that she is not adequately fitted for the carriage of goods and livestock. 
In paragraph 4.122 reference is made to a suggestion put forward by tlie Board that a 
ship like the Loch Arkaig might be used on the Holy Loch passenger service provided 
by the C.S.P.C. The Board now recommend that if MacBraynes can obtain a more 
suitable vessel for the Small Isles, the Loch Arkaig should be offered to the C.S.P.C. 
for the Holy Loch service. 



Cargo Service from Glasgow 

4.87 The cargo vessels Lochdunvegan and Loch Carron maintain weekly cargo 
services from Glasgow to the Western Isles. It is possible that there will be a gradual 
falling-off of demand for these services for goods of high value, perishables and goods 
which are subject to damage by handling, or loss by pilfering. The door-to-door 
facilities offered by lorries travelling on vehicle ferries are already becoming more 
popular despite the higher cost of the sea transport element in the journey. The cargo 
ships are well filled and provide a useful and economic service. The Board recommend 
that they should continue this service and that consideration be given by MacBraynes 
to its improvement by containerisation and use of modern cargo handling equipment 
in an effort to reduce terminal costs. At the moment these can be just as great as the 
operating costs of the vessels concerned. 



Pier Works 

4.88 The Board recognise that to implement these ideas would involve pier modi- 
fications at Oban, Craignure, Lochaline, Mallaig and Armadale to suit Norwegian 
type ferries. They are of the opinion, however, that in certain cases it is wiser to 
modify existing piers or make other constructions to suit the type of vessel which 
they feel will be the ferry of tlie future rather than to design vessels to suit existing, 
and possibly outdated, piers. 



Islay, Jura, Colonsay and Gigha— Arterial Shipping Services 

Existing Sea Services 

4.89 Regular sea services to the islands of Islay, Jura, Colonsay and Gigha 
are provided by MacBraynes using the passenger/cargo vessel Lochiel (603 tons), 
which sails daily from West Tarbert and in summer calls at Islay (Port Ellen or Port 
Askaig), Jura and Gigha daily and Colonsay four days a week. The Lochiel was built 
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in 1935 and will have to be replaced by 1970 if not before. A supplementary sea 
service is provided during July and August to Jura and Islay, and a cargo ship sails 
from Glasgow once a week and serves all four islands. In 1961 the populations of 
Islay, Jura, Colonsay and Gigha were respectively 3,869, 249, 164 and 163. The main 
industry is agriculture, but a considerable quantity of whisky is produced on Islay 
and Jura for export. 

4.90 In addition to these regular services, which form part of the Approved 
Services towards which MacBraynes receive financial assistance from the Secretary of 
State, transport services for bulk cargoes are provided by operators of coasters. In 
the last year Eilean Sea Services Ltd. carried commercid vehicles between, among 
other places, Tayinloan and Port Ellen using a landing craft. This vessel turned over 
in November 1966 with loss of life. 



Alternative Systems 

4.91 Various systems have been put forward for the reorganisation of the sea 
transport services to these islands. 

4.92 The original proposal put forward by MacBraynes (the Tarbert route) 
envisaged the replacement of the Lochiel by a vehicle ferry of about the same size as 
the existing MacBrayne type vessels. This ship would operate from a new pier to be 
sited on the south side of West Loch Tarbert and would serve Islay, through Port 
Askaig, as well as Gigha and Colonsay. Jura would be served through Craighouse or 
(since there is some doubt whether such a ship could berth there) through Feolin 
from Port Askaig using a small vessel. 

4.93 An alternative (the overland route) would be to serve Islay through Jura 
using two or possibly three Norwegian type vehicle ferries on the routes Keills-Lagg 
and Feolin-Port Askaig. Colonsay would be served by the Feolin-Port Askaig vessel, 
while Gigha would be served by a small vehicle ferry operating between Tayinloan 
and Ardminish. 

4.94 The alternative routes are shown on Figure 11. Variations on these are 
possible. For example, the vessel used on the Tarbert route could call at both Port 
Ellen and Port Askaig. Broadly speaking, however, the choice lies between the Tarbert 
route approach based on a new termini to be built on West Loch Tarbert and an 
overland route based on a new terminal in the vicinity of KeiUs. The Tarbert route 
proposal was put to the Board by MacBraynes, with the support of the County Council 
of Argyll, while the overland route is preferred by the Islay District Council and the 
Islay Transport Users Committee. 



Consultatioii with MacBraynes 

4.95 The Board have had consultation with MacBraynes about this matter. Since 
putting forward their original proposals, which were based largely on the assumption 
that the roads required for the overland route could not be completed for some years, 
MacBraynes have been engaged in a further study of the various systems proposed. 
This has included a visit to Norway made at the suggestion of the Board. The study 
had not been completed when the Board’s term of office came to an end. The Board 
are, however, in a position to give advice on the broad principles of the future of these 
services on the basis of such information as they have obtained to date. 
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iDiscussion of Alternative i^oposals 

4.96 The Tarbert route proposal does not give the special advantage of providing 
a frequent service which has proved so important in attracting traffic wherever vehicle 
ferries have been introduced. Under that proposal one vessel could, at most, make 
three round trips a day. By so doing she would be able to serve Islay thrice, Jura 
once or twice and Colonsay and Gigha once. Under the overland route proposal, 
however, it would be possible to make at least ten round trips a day to Islay and Jura 
and to serve Colonsay once. The use of a separate small vessel for Gigha would 
enable a frequent service to be given. To establish a vehicle ferry service winch does 
not enable the greatest possible frequency of service seems, to the Board, to forego 
the special advantage which enables vehicle ferry services to come closer to bridges 
than any other transport system can do. Perhaps more than anything else a regular 
vehicle ferry service of high frequency breaks down the feeling of isolation in island 
communities by connecting them more closely to the main transport system of the 
country. In addition, because the overland route would give a much higher frequency 
than the Tarbert route, it would undoubtedly attract more traffic. 

4.97 The Tarbert route would be likely to require a vessel with a capacity for 
about 40 cars, while a Norwegian type ferry capable of carrying 20 cars could operate 
the section of the overland route between Keills and Lagg. If cars only were carried, 
the proposed Tarbert route service would be able to carry about 120 cars (3 x 40) from 
the mainland to the islands in a day. Over the same period of operation, an overland 
route service based on a vehicle ferry carrying 20 cars would be able to carry 200 cars 
(10x20). 

4.98 The overland route would require smaller and less expensive vessels than 
the Tarbert route. It would thus provide greater fiexibihty in coping, at minimum 
costs, with any future increase in traffic and in dealing with summer peak periods. 

4.99 The Tarbert route would not involve major road construction on Jura unless 
it proved impossible for the vessel to call at Crai^ouse, in which case some improve- 
ment of the road from Feolin to Craighouse would be required. An approach road 
would, however, be required to the proposed new pier on West Loch Tarbert. If the 
transport system to the islands were to be based on the Tarbert route and no road 
improvements were to be carried out on Jura, it would probably be necessary to 
impose weight restrictions on the Jura roads. 

4.100 To establish a transport system based on the overland route approaches 
would involve about £l-6m. expenditure on improving 17-37 miles of road between 
Feolin and Lagg and 10-97 miles between Barnluasgan and the proposed mainland 
connection at Keills. These sections are shown in Figures 5 and 11. The roads on 
Jura are already included in the Crofter Counties Programme. The overland route 
proposal, therefore, involves bringing forward the improvement of 17-37 miles of road 
on Jura to form part of the reorganisation of transport services to Islay, Jura and 
Colonsay consequent on the withdrawal of the Lochiel at the end of her life. 

4.101 A proposal that £l-6m. should be spent on roads to make the overland 
route a possibility does, however, present the County Council of Argyll with a con- 
siderable problem. If the work involved were treated as part of the normal road 
programme, to bring it forward as part of the reorganisation of the Islay-Jura- 
Colonsay transport system would mean that it would have to be carried out before 
other road works in Argyll which the county council, as the responsible highway 
authority, considered more important. It would be unfair to place the county council 
in this position. Accordingly, the Board recommend that, if the overland route 
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approach is adopted, the cost of the necessary road works should be regarded as part 
of a comprehensive plan to improve the sea and road transport approaches to Islay, 
Jura and Colonsay, and altogether separate from and in addition to the finance 
provided for the county road programme. 

Comparison of Costs 

4.102 Appendix XIII contains estimates of capital expenditure and operating 
costs involved in each of the proposals. The cost of providing relief vessels for refits 
and emergencies has not been taken into account in either case, since relief vessels 
could be provided from elsewhere in the MacBrayne’s services if the Board’s other 
recommendations are adopted. In considering the road haulage aspects of this question 
the Board took account of advice received from Mr. James Kirkland. 

4.103 The cost of the ships required for the Tarbert route is £650,000 to £675,000 
as against £365,000 for the ships required for the overland route. For piers and terminal 
facilities the Tarbert route costs are £685,000 to £760,000 as against £685,000 for the 
overland route. 

4.104 The total annual road haulage and sea service operating cost for the over- 
land route (exclusive of road transport costs on the mainland and Islay, which are 
estimated to be the same for each alternative) is £125,000 as against £150,000 to 
£160,000 for the Tarbert route. It would appear, therefore, that if the necessary 
terminals and the roads on the mainland and through Jura were constructed, the 
overland route would meet the needs of the area for transport services more econo- 
mically than would the Tarbert route. 



Traffics and Charges 

4.105 Both systems would be required to carry the existing traffic now carried by 
the Lochiel, which in 1965 amounted to 7,250 tons (including cars), 38,399 passengers 
and over 9,000 livestock. It is likely that a considerable proportion of the traffic 
carried by the cargo ship Loch Ard would be taken over by a vehicle ferry system. 
In 1965 this traffic comprised 17,739 tons freight, 46 passengers and over 13,000 
livestock. 

4.106 In addition, a vehicle ferry system would be likely to generate new traffic — 
particularly tourist traffic. In the Board’s view the higher frequency which the overland 
route can offer would be a potent factor as regards the generation of such traffic. 

4.107 Because the operating costs would be less, the overland route sea charges 
could be lower than those for the Tarbert route. The carrying of additional traffic 
would also help to keep charges lower on the overland route. Against these advantages 
must be set the additional cost of road transport through Jura. In the Board’s view 
this cost would be marginal and the balance of advantage as regards overall transport 
charges would be in favour of the overland route. 

Recommended Approach 

4.108 The new vessels, piers and road improvements involved in each proposal 
are unlikely to be ready before the Lochiel reaches the end of her useful life. Whatever 
approach is adopted, MacBraynes will have to take steps to meet the problem of 
providing in the transitional period an adequate sea transport system for these islands. 
This period would be longer in the case of the overland route than for the Tarbert 
route because of the time required for the improvement of the roads. In the Board’s 
view, however, the decision as to the future of the transport system to these islands 
should be based on long term rather than on short term considerations, 
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4.109 The Board have accordingly considered this problem with the long term in 
mind. At their request, Mr. K. H. Oppegaard visited the islands to report on these 
proposals. Mr. Oppegaard recommended the adoption of the overland route. A 
decision in principle is now urgently required, having regard to the short remaining 
life of the Lochiel. The Board have carefully considered the various aspects of this 
matter and have concluded that, on the basis of the information before them, the 
overland route is clearly to be preferred on grounds of economics of operation, 
capacity and flexibility. The Board accordingly recommend that, unless the current 
re-examination of these problems being carried out by MacBraynes produces some 
new factor which radically alters the position, the principle should be adopted and a 
start should be made as soon as possible with the construction of the terminals, 
vessels and roads required for the overland route. 

4.110 If the Board’s recommendation as to the adoption of the overland route 
principle is accepted, there will be a need for detailed planning of the phasing of the 
introduction for the new system. In view of the time required for the construction of 
roads on Jura it would be necessary, in the first instance, to provide a vehicle ferry 
service direct from Keills to Port Askaig, Feolin and Colonsay using the vessels and 
terminals required for the ultimate introduction of the overland route. 

4.111 The Board recommend that the cargo service from Glasgow should be 
continued for as long as it attracts a reasonable amount of traffic. The Board consider, 
however, that before long most of the traffic would be likely to go by the overland 
route. 

4.1 12 The Board also recommend that Gigha should be served separately, possibly 
by a vehicle ferry, from Tayinloan via Ardminish and that, if the outcome of the 
investigation referred to in paragraph 4.140 is satisfactory, a vessel of the landing craft 
type be used. 



Clyde and Mull of Kintyre Transport Services 

4.113 A study of the vehicle ferry and steamer services in the Clyde and the road 
transport services between Glasgow and Campbeltown reveals a number of transport 
co-ordination problems relating to sea transport services operated by the C.S.P.C. 
and MacBraynes, and to sea and road services which are provided over more or less 
parallel routes, which are shown in Figure 12. The southern part of Argyll has never 
had a railway and the transport system which has evolved there is based on other 
means of transport. The area appears to function admirably without a railway and, 
subject to the provision of good roads, is likely to continue to benefit from the develop- 
ment of road transport. 



Pattern of Services 

4.114 The C.S.P.C. provide vehicle ferry services over the following routes: 
Gourock-Dunoon; Wemyss Bay-Rothesay; Largs-Fairlie-Millport; and Fairlie- 
Brodick (extended to Loc^anza in the summer). 

4.115 The C.S.P.C. also provide regular steamer services in the Holy Loch area 
(Gourock, Dunoon, Kilmun and Blairmore); in the upper reaches of the Clyde 
(Gourock, Kilcreggan and Craigendoran); and in the lower reaches other routes 
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serve Wemyss Bay, Innellan, Rothesay and, in the summer months only, Tighna- 
bruaich. The service frequencies vary according to the time of the year; for example, 
Innellan has eight “ in and out ” services each day in the winter and 22 in the summer. 

4.116 In the summer months the C.S.P.C. also operate cruises via Rothesay 
through the Kyles of Bute to Tighnabruaich and Inveraray, and via Lochranza to 
Campbeltown. 

4.117 A passenger/cargo service (the Ardrishaig Mail Service) is operated by 
MacBraynes once daily on weekdays ^oughout the year from Gourock through the 
Kyles of Bute to Tarbert (East Loch), with an extension in the summer months to 
Ardrishaig. This largely parallels the steamer services operated by the C.S.P.C. The 
ports served by MacBraynes are also served by the C.S.P.C., excepting Tighnabruaich 
in winter and Tarbert and Ardrishaig in summer (Tarbert and Ardrishaig are both 
served daily throughout the year by MacBrayne’s Glasgow-Campbeltown bus service). 

4.118 Road haulage services are provided in the Mull of Kintyre mainly by 
British Road Services (B.R.S.), who carry most of the freight traffic to West Tarbert 
for transit via MacBrayne’s Lochiel service to Islay, Jura, Colonsay and Gigha. 

4.119 Stage carriage bus services in the Mull of Kintyre are provided by Mac- 
Braynes and other operators. MacBraynes operate a bus service between Glasgow 
and Campbeltown via Ardrishaig and Tarbert seven days a week. 

4.120 In effect, the road transport services provided by MacBraynes and B.R.S. 
duplicate the Ardrishaig Mail Service from Glasgow to Tarbert. When for any 
reason the steamer service is interrupted, MacBraynes carry the ship’s passengers 
by bus and the freight by lorry. 



The Holy Loch Service 

4.121 C.S.P.C. have been incurring deficits of about £36,000 a year on the operation 
of their Holy Loch services, and proposals have been submitted to the Minister of 
Transport on two occasions for the services to be undertaken by a private operator 
using smaller vessels than the “ Maid ” class vessel used by C.S.P.C. On both occasions 
the Board recommended that consent should not be given to the proposals, mainly 
because the alternative vessels were unsatisfactory and unlikely to provide the ease of 
access and the degree of comfort which passengers are entitled to expect. 

4.122 The Board formed the view that the “Maid” class vessel operated by 
C.S.P.C. on the Holy Loch service is too big and incurs excessively high operating 
costs, due in considerable part to her large crew. They recommended that a vessel 
similar in size to the Loch Arkaig (which is used by MacBraynes on the Small Isles 
service) would be more suitable for the Holy Loch service; and that the service sho\ild 
continue to be operated by the C.S.P.C. 



Sommer Steamer Services 

4.123 In order to reduce their losses on operating seasonal excursion sailings by 
some £120,000 a year, the C.S.P.C. approached the Minister of Transport in 1964 
for approval to a reduction in the frequency of certain summer steamer services in 
the Highland area. 

4.124 Summer sailings between Gourock and Campbeltown (with intermediate 
calls at Dunoon, Rothesay, Largs, Fairlie, Millport and Lochranza) were operated 
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three days a week during the summer months (June to September), with a daily 
frequency during July and August. The C.S.P.C.’s proposals were to reduce the 
sailings in July and August to three days a week. 

4.125 The summer sailings between Gourock and Inveraray (with calls at Dunoon, 
Wemyss Bay, Rothesay and Tiglinabruaich) were operated one day a week during the 
summer months (June to September) and twice weekly in July and August. The 
C.S.P.C. proposed to reduce the sailings in July and August to one day a week. 

4.126 Glasgow (Bridge Wharf)-Tighnabruaich services (with calls at Gourock, 
Dunoon and Rothesay) were operated daily, including Sunday, in the months of June 
to September inclusive. The C.S.P.C. proposed to cancel the Saturday sailing. 

4.127 After examining the social and economic factors, the Board recommended 
that the proposals to reduce the frequencies of these services should not be opposed. 

MacBrayne’s Ardrishaig Mail Service 

4.128 The Ardrishaig Mail Service is subject to competition from the C.S.P.C. 
sea services to Dunoon, Innellan, Rothesay and (in the summer) Tighnabruaich. It is 
also subject to competition from B.R.S. for freight traffic passing from Glasgow to 
Tarbert. For passenger traffic the service competes with MacBrayne’s own daily bus 
service, which also competes with B.E.A.’s daily air service from Glasgow to Campbel- 
town — see Figure 15. The declining passenger traffic carried by the Ardrishaig Mail 
Service is shown in Appendix XIV. The bus fare from Glasgow to West Tarbert is 
less than the combined rail and steamer fare from Glasgow via Gourock. As indicated 
in Appendix XV, the passenger traffic is highly seasonal. 

4.129 The Board do not consider it economically sound for MacBraynes, with a 
direct subsidy from the Secretary of State, to provide a sea transport service competing 
at a substantial loss against the C.S.P.C. for the tourist traffic on the Clyde and also 
against their own bus service. Nor, as regards freight, do they consider it sensible for 
a subsidised sea service to Tarbert to operate in competition with B.R.S. 

4.130 If the Ardrishaig Mail Service were taken off immediately, access to Tighna- 
bruaich would be difficult. The Tighnabruaich-Ormidale new road, which is at present 
under construction, is due to be completed by the end of 1968 and this will provide 
a shorter link between Tighnabruaich and the main route to Glasgow. In the meantime, 
the Board recommend that MacBraynes should explore with other operators in the 
area the possibility of an interim vehicle ferry link to Tighnabruaich being provided 
from either Colintraive or Rothesay. 

4.131 Subject to these arrangements being made for Tighnabruaich, there seems 
to be no strong reason for continuing the Ardrishaig Mail Service and the Board 
recommend that it should be withdrawn, leaving the C.S.P.C. to handle all tourist 
and other sea traffic on the Clyde, and MacBraynes and B.R.S. to develop the road 
passenger and freight services from Glasgow to Tarbert and the Mull of Kintyre. 



Small Ferry Services 

4.132 Ferries are mentioned in various statutes, but nowhere are they closely 
defined. The Board have regarded as ferries, those services which operate according 
to a timetable with charges which apply whether one or more passengers or vehicles 
are carried. This includes ferries plying between two points on the mainland, or 
operating on short sea crossings from the mainland to an island, or between islands, 
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4.133 Since private boat hires are the only form of transport to some island 
communities, the Board have also taken account of them in carrying out their review. 
In road transport terms, “ ferries ” approximate to stage carriage bus services and 
“ private boat hires ” to taxis. 

4.134 On their appointment in 1963 the Board were called upon to examine and 
give advice urgently about a number of transport matters such as rail closures, 
alternative road services and facilities, and sea and air services. During their visits to 
the Highlands and Islands in connection with those matters, the Board observed the 
conditions under which certain ferry services were operated. In recent months they 
have been systematically reviewing the remaining ferry services and meeting ferry 
operators in the area. The ferries included in the Board’s review are listed in Appendix 
XVI. In carrying out the review the Board have been concerned, in the main, with 
the standard of the services being provided; the justification for maintaining existing 
services; and the need for introducing new or improved services. 



Ferry Services to Small Islands 

4.135 A number of islands located reasonably near arterial transport routes could 
be given much better transport services if they could be connected directly to those 
routes. This has already been achieved by the causeways which link South Ronaldsay 
and Burray with the mainland of Orkney; and North Uist, Benbecula and South Uist 
in the Outer Hebrides. Trondra and Burra are being linked to the mainland of Shetland. 
But where the provision of a bridge or causeway is impracticable or too expensive, 
an adequate link can often be provided by improving the ferry service. 

4.136 The Board feel that in such cases where expenditure of public money is 
involved and there is an established need to maintain an existing passenger service or 
to provide a new one, the relative advantages of introducing a small vehicle ferry 
service suitable for carrying one lorry should be considered. While this will almost 
certainly increase the initial capital expenditure, the difference in cost may be more 
than offset by the development prospects such a service offers; the scope it provides 
for reducing or stabilising freight and transport costs; and the additional tourist 
traflSc it may be expected to attract. 

Efficiency of Operation of Vehicle Ferries 

4.137 The Board found that vehicle ferry services are sometimes less efficient than 
they could be because the time spent in loading, unloading, revolving turntables and 
turning vessels all contribute to low utilisation and hi^ operating costs. The weight 
of a turntable takes up nearly half the deadweight carrying capacity of the vessel, 
thereby reducing the load it can carry. 

4.138 Some operators have proposed faster vessels in order to get over these 
difficulties. But the Board are of the opinion that, on short ferry crossings, an increase 
in the speed of the vessel will produce only a marginal saving in time and that at the 
expense of appreciably higher operating costs. Greater savings in time and better 
utilisation of vessels on short crossings are more likely to be obtained by designing 
terminals and vessels to achieve a more rapid turn round. Some relevant statements 
on Norwegian costings extracted from a report by the More and Romsdal Ferry 
Committee are set out in Appendix XVII. 

4.139 The Board see a need for close co-operation in these matters between 
vehicle ferry operators and the authorities responsible for providing terminals, with 
a view to reducing the time taken to load and unload ferry vessels. 
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Type of Vessels 

4.140 While one type of vessel would not be suitable for all Highland and Island 
routes, some degree of standardisation of vessels should be possible and would bring 
advantages through interchangeability of vessels during relief periods. Where the 
marine conditions permit, ferry vessels of the landing craft type would seem to offer 
the combined advantages of low capital cost, relatively inexpensive shore works and 
simplicity of operation. Accordingly, the Board recommended that an expert feasibility 
study be made of types and costs of landing craft (including roll-on roll-off landing 
craft) and terminals with a view to determining the areas in which such vessels could 
be expected to provide an acceptable service throughout the year. The Secretary of 
State has already put this study in hand in consultation with MacBraynes and the 
O.I.S.C. 



Standard of Ferries, Operators and Safety Precautions 

4.141 In the course of their review the Board saw a number of small passenger 
ferry vessels, many of which were operating in hazardous waters. In terms of the 
Merchant Shipping Act, 1894, a vessel carrying more than 12 passengers is required 
to hold a passenger certificate issued by the Board of Trade. The legislation provides 
for regular surveys of vessels and the carrying of life-saving equipment. But if the 
vessel is carrying 12 or fewer passengers these requirements do not apply, although, 
if goods are carried, a load line may be required. In some areas uncertificated vessels 
are the only means of transport available to the public. 

4.142 Very few small passenger ferry vessels were seen to be equipped with life- 
saving apparatus, and the Board saw few vessels which provided covered or sheltered 
accommodation for passengers. Sometimes canvas dodgers were available, but could 
not be used in bad weather as the forward distribution of the passenger load would 
upset the trim of the vessel. It is unsatisfactory that ferry passengers, including school 
children and elderly people, shouM be exposed to a degree of discomfort which is 
out of keeping with the present day standard of accommodation provided by other 
means of public transport. 

4.143 The Board therefore recommend that all vessels carrying passengers 
(including ferries and similar private hire and mail contract services) plying for hire 
or reward should be subject to certification and regular inspection to ensure their 
seaworthiness; that they are operated by competent personnel; and provided with 
life-saving equipment and suitable covered accommodation for passengers. 



Review of Administrative Provisions 

4.144 At the termination of their period of ofiice the Board were in process of 
reviewing fbe administrative provisions governing the regulation and control of 
ferries. This is a complex question and the Board recommend that the study which 
they began should be carried through to a conclusion. Among the matters which 
require to be considered in detail are: 

(1) Whether the powers of local authorities to regulate certain ferries should be 
extended to cover all ferries. 

(2) Whether local authorities should be encouraged to use their powers to acquire 
ferries under the Harbours, Piers and Ferries (Scotland) Act, 1937. 

(3) The method of giving financial assistance to ferries. 
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Adrloe about Vesaelc and Terminals 

4.145 The Board found that when ferry operators are confronted with the need 
to replace vessels, or when new vessels are required to develop ferry services, they 
are left to their own resources to find out the most suitable types of vessels currently 
available. While they do their best to find the best vessel, the operators do not know, 
nor indeed could they be expected to know, about the uses and operating advantages 
of all the types of vessels which are available. Only one operator interviewed by the 
Board had considered the advantages and savings in operating costs obtainable from 
vessels designed to facilitate rapid loading and unloading. It would appear also that 
decisions about the type of vessel to be operated are sometimes taken without full 
regard to the consequential slipway construction work which would be needed and 
the estimated cost of that work. The Board therefore recommend that one of the 
Secretary of State’s departments should assume responsibility for providing ferry 
operators and local authorities with up-to-date information and advice on ferry 
vessels and terminals, and that payment of grant or subsidy should be made only for 
vessels and terminals which are in accordance with the advice of that department. 

Economies through Rationalisation 

4.146 In the past ferry services have in some cases tended to be examined in isola- 
tion, and the services perpetuated by annual subsidies without the operators, or the 
local authorities concerned, considering fully, economies which might be made by 
rationalising the operation of services in the area. It may be that, on occasion, the area 
boundaries and separate responsibilities of burgh and county councils inhibit what 
seems to be a natural and sensible approach to local transport problems. In a case 
examined by the Board it seemed possible that two ferry services, instead of one, 
could be maintained without increasing the subsidy payment. The Board recommend 
that the operators, local authorities and the Secretary of State should keep under 
review the need for individual ferries and the possibility of jrationaUsing services, more 
particularly if payment of subsidy is involved. 

Transport of Animals 

4.147 The conditions governing the transit of animals on sea journeys wholly 
within British waters are laid down in the Transit of Animals Order of 1927, as 
amended. Certain provisions of the Order (for example, those prescribing detailed 
specifications of pens and fittings) do not extend to vessels which carry animals over 
an arm of the sea, a ferry crossing, rivers or other inland waters, although the Order 
requires that the fittings of vessels on such journeys shall be such as to protect, as 
far as possible, the animals from injury and unnecessary suffering. It would be for 
the Courts to decide whether a particular cargo of animals had been carried in 
accordance with the provisions of the Order and whether the journey in question was 
on ferry waters. 

4.148 The Board found that some ferry operators in the Highlands and Islands 
are uncertain as to whether the Order appUed in any way to the carriage of hvestock 
on floats on their vessels, since there is no specific reference to floats in the Order. 
The Board recommend that to remove any doubt the Order be revised so as to permit 
expressly the carriage of animals on floats aboard vessels, whether on ferry journeys 
or otherwise. 

Serrices already Considered 

4.149 The Board had discussions with the operators of the Strome and of the 
Ballachulish ferries about possible improvement of these services. In the case of 
Strome the Secretary of State decided, following consultation with the County 
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Council of Ross and Cromarty, to authorise the construction of a bypass road which 
will remove the need to improve the ferry. The Board have made a recommendation 
in paragraph 3.48 that a bridge be built at Ballachulish. The Board have also 
recommended that: 

(1) MacBraynes should consider whether there is any justification for continuing 
the Glenfinnan-Acharacle service. 

(2) MacBraynes should also consider whether the operating costs of the Toscaig 
(Applecross)-Kyle of Lochalsh-Kylerhea mail services can be reduced. 

(3) Cromarty Town Council be asked to explore with Invergordon Joint Ferry 
Committee the possibility of rationalising the Invergordon-Balblair and 
Cromarty-Invergordon/Nigg services using one ferry vessel instead of two. 



Additional Recommendations 

4.150 The Board have the following additional recommendations to make about 
individual ferries, excluding those in Orkney and Shetland which have been dealt 
with in paragraphs 4.53-66. 

Kyle of Lochalsh-Kyleakin Ferry 

4.151 This ferry is owned and operated by the C.S.P.C. and forms part' of the 
arterial routes through Skye to Harris, Lewis and the Uists. A striking feature 
of the services illustrated in Figure 13 is the sustained high rate of growth of vehicle 
traffic since the war which, if it continues at the present rate, will result in doubling 
the traffic by 1980. Another feature is the highly seasonal nature of the traffic — 
the weekday vehicle carryings rising from just over 200 in winter to nearly 1,000 
during the summer peak period. Nearly 30 per cent of the annual traffic is concentrated 
over six weeks of the year, from early July to mid-August. 

4.152 The C.S.P.C. operate four ferry vessels in summer and reduce their operating 
costs by laying up vessels when traffic flows are low. They have tried to keep pace 
with the summer demand by operating Sunday services and by increasing the capacity 
of the service. The company estimate that the four vessels (one four-car, two six-car 
and one nine-car) can carry 62 vehicles an hour in each direction. A second nine-car 
vessel is being built to replace the four-car vessel, and the C.S.P.C. say this will increase 
the ferry capacity to 75 vehicles an hour. 

4.153 Despite the efforts of the C.S.P.C. to increase the ferry capacity there have , 
over the years, been complaints about the inadequacy of the service, especially during 
peak traffic periods. The Board have received representations from both Ross and 
Cromarty and Inverness County Councils about the service and about difficulty in 
obtaining from the operators a clear indication of their proposals for dealing with 
the expected growth in the vehicle ferry traffic. A careful analysis of the delays at 
Kyleaicin in the summer months of 1966 has been made. This shows that in the 78 
weekdays between 4th July and 1st October, 1966, there were 62 days when delays of 
half-an-hour or over occurred. These included 27 days when the delays were between 
one and two hours and six days when the delay was two hours or more. There has 
been considerable local criticism of the operation of the ferry and the Board have 
sought to persuade the operators to review, urgently, their vessel replacement policy 
to ensure that the growing needs are met. 

4.154 The Board have considered the rate of increase of traffic on the ferry and 
have had consultation with the C.S.P.C. If the present fate of increase of traffic is 
maintained and the C.S.P.C. operate the service with four vessels of the. present nine- 
car type, the Board doubt whether the position with regard to delays will haveheeu 
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improved by 1970. In the early 1970s the position seems likely to deteriorate as the 
addition of more vessels to the service could not increase the capacity, having regard 
to type of vessels used and the design of the terminals. 

4.155 The Board think that in view of its cost and other road priorities, the 
prospect of a bridge over the Kyle is remote and therefore consider that there is a 
need for an urgent study of the type of ferry boat and jetty requirements, so that the 
necessary steps can be taken to improve the position and prevent deterioration of 
the service. The jetty at Kyleakin is the responsibility of Inverness County Council, 
while that at Kyle of Lochalsh forms part of the trunk road A.87(T) and is the 
responsibility of the Secretary of State. The Board recommend that the consultations 
with the C.S.P.C. which they have begun should be continued and that the study 
referred to above should be put in hand. 

4.156 As long as there is a railway to Kyle of Lochalsh it is not unreasonable 
that the C.S.P.C. should operate the ferry service. If, however, the railway were to 
be closed, there would be a strong case for operating the ferry in conjunction with the 
other arterial sea services in the area. 

Fiomphort {MulVy-Iona 

4.157 The Board recommend that consideration be given to the provision of a 
small vessel of the vehicle ferry type — ^possibly a landing craft — to replace the two 
existing ferry services. 



Port Appin-Lismore 

4.158 Lismore is served from Oban by MacBraynes using the small vessel Loch 
Toscaig and also from Port Appin by a passenger launch subsidised by the County 
Council of Argyll. The island (population 155) cannot support two services and it is 
unjustifiable to continue to subsidise both. The Board recommend that consideration 
be given to the replacement of the two services by a small vehicle ferry — ^possibly a 
landing craft — operating between Port Appin and Lismore. The Board also recommend 
that the provision of road passenger transport from Port Appin to the junction of 
the A.828(T) to connect with MacBrayne’s Oban-Ballachulish bus service should 
also be considered. 

Ludac {South Uist)-Haun {Enskay)-Eoligarry {Barra) 

Castlebay {Barrd)-Vatersay 
Newton {North Uist)~Berneray-Harris 
Sconser {Skye)-Raasay 

4.159 The Board recommend that, on completion of the study referred to in 
paragraph 4.140, consideration be given to the provision of regular services using a 
vehicle ferry of the landing craft type. 



Services under Review 

4.160 The following services were still under consideration by the Board or were 
being discussed with local authorities or operators. 

Colintraive-Rhubodach {Bute) 

4.161 The County Councils of Argyll and Bute are engaged in a study of the 
feasibility and cost of erecting a bridge to replace this service. 
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Cuan {SeilyLumg 

4.162 The Board were in consultation with the County Council of Argyll about 
improving the regularity of the ferry service and the presentation of the public 
timetable. 

Oban-Kenera 

4.163 The mainland jetty is in need of repair and improvement. 
Camusnagaul-Fort William 

4.164 A problem here is silting at the Fort William terminal. 

Bonawe-Taynuilt 

4.165 The Board were in consultation with the County Council of Argyll about 
the vessel used for this service. 

Keoldale {Dumess)-Cape Wrath 

4.166 Although they are not ferry operators, the Commissioners of Northern 
Lighthouses have agreed to provide life-saving equipment for this private hire service. 
The landing facilities at Durness are unsatisfactory. 



Piers and Harbours 

4.167 Adequate landing facilities for vessels at all normal states of the tide are 
essential to any island or other conummity dependent on sea services. In 1950 the 
Advisory Panel on the Highlands and Islands (the Highland Panel) drew up a list of 
the piers which they regarded as essential to the transport system, and most of these 
have now been completed. There are still a few of the smaller islands, however, such 
as Vatersay and Wyre, which do not have suitable piers; in some cases passengers 
and goods have to be landed from small boats and helped or carried over rocks and 
seaweed. 

Type of Temiiiial 

4.168 The cost of pier construction has risen steeply in recent years and may 
amount to over £200,000 for a medium-size pier and approach road. The cost is 
especially high when there is shallow water or a wide tidal range. The capital cost of 
terminals is thus an important element in the planning of new shipping services and 
was a major factor in the decision to build three new vehicle ferries for MacBraynes 
with vehicle lifts capable of adjustment to the height of existing piers. It is clearly 
essential that there should always be the closest collaboration between the operator 
who considering the introduction of a new type of vessel and the harbour authorities 
concerned; in some cases it may be more economic to replace existing terminals than 
to design new vessels to suit the existingpiers. Where traffic is substantial, the additional 
capital cost of a specially designed terminal with automatic locking devices would 
generally be out-weighed by the operating savings to be gained from the quicker 
“turn-round” of a roll-on roU-off vehicle ferry of the Norwegian type. In the case 
of the smaller islands, which the Board have suggested should be served by small 
vehicle ferries of the landing craft type, it is probable that a much simpler kind of 
slipway would be adequate. Once regular services of this kind have been introduced, 
the need for goods to be delivered by conventional cargo ships will diminish to such 
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an extent that the construction of more large piers of the traditional type will not 
normally be justified. The Board accordingly recommend that, during the next few 
years, the pier building programme should be concentrated mainly on the construction 
of the terminals required for the various vehicle ferry services recommended in this 
report. Only in exceptional circumstances should any major pier work be carried out 
which is unable to accommodate a vehicle ferry or landing craft. 



Number of Terminals 

4.169 Having regard to the capital cost of pier construction and the operating 
costs of ships, a proliferation of ports cannot now be justified. The Board therefore 
endorse the general principle adopted in 1950 by the Highland Panel that each island 
except the largest should have one terminal from which the various parts of the island 
can be served by road. Exceptions to this rule would normally be justified only where, 
as in the case of Skye, Yell and Jura, the island can serve as a bridge to other islands. 



Temporary Piers 

4.170 The Board have indicated in paragraph 4.19 their belief that, while hover- 
craft may have a part to play in the Highlands in future, their introduction into service 
at the present stage of development would be premature. The fact that these amphi- 
bious craft do not require expensive terminals should not be allowed to stand in the 
way of such pier construction as is clearly needed for the introduction of vehicle 
ferries in the next few years. If and when it appears that there is an early prospect 
of the introduction of hovercraft, or that there are any other reasons why a shipping 
service may not be needed permanently, it may be advisable in some cases to construct 
inexpensive temporary pier works of the kind used by the armed services in the last war. 

Exchequer Grant 

4.171 Harbour authorities undertaking the construction of transport piers in the 
Highlands normally receive a grant of 75 per cent of the cost from the Secretary of 
State under the Congested Districts (Scotland) Act, 1897. This rate of grant appears 
to be generally adequate, but there may be some cases in which either a higher or a 
lower rate would be justified, e.g., because of the resources of the harbour authority 
or the amount of traffic likely to use the pier. The Board accordingly recommend that 
the normal rate of Exchequer grant shoifid be maintained at 75 per cent but should, 
if necessary, be varied up or down to meet exceptional circumstances. 

Ancillary Facilities 

4.172 A recent survey has shown that, while most existing piers in the Highlands 
have stores for goods, many, which are regularly used by passengers, are still without 
waiting rooms, toilets or water supplies. Many piers are also without lighting, so that 
they cannot easily be used after dark. The Board recognise that these facilities may 
not be justified on piers which are little used, but they recommend that the harbour 
authorities should be invited to review the facilities and carry out any necessary 
improvements as soon as possible. 



Pier Legislation 

4.173 The legislation governing piers and harbours is contained in a number of 
different statutes going back to 1847 and is in many respects vague and confusing. 
In 1950 the Highland Panel recommended various alterations in the law which have 
not yet been adopted, and the Board recommend that the present law should be made 
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tlie subject of a comprehensive review. In particular, the Board consider that the 
existing statutory procedure, under which pier works costing between £25,000 and 
£100,000 require a Provisional Order, causes unnecessary delay in the planning of 
new works ; and they accordingly recommend that the simpler procedure under which 
the Secretary of State may authorise minor works costing under £25,000 should be 
extended to all works costing less than £100,000. Major projects costing more than 
that figure could be dealt with by means of a harbour empowerment order made 
under the Harbours Act, 1964, 



Caledonian and Crinan Canals 

4.174 Statistical information relating to the operation of the Caledonian and 
Crinan Canals for the five years to 1965 is contained in Appendix XVIII. 



Caledonian Canal 

4.175 The number of fishing craft using the Caledonian Canal has shown a 
decline from 545 in 1961 to 467 in 1965; commercial craft traffic has remained fairly 
steady; and the number of other craft has increased. The rising cost of maintenance 
has increased the net annual deficit from £52,763 in 1961 to £61,693 in 1965. 



Crinan Canal 

4.176 There has been an increase in the use of the Crinan Canal by fishing vessels 
from 508 in 1961 to 691 in 1965; but a decline in commercial craft traffic from 516 
in 1961 to 267 in 1965. The figures for other craft in 1965 were about the same as in 
1961. The net deficit (£29,178 in 1965) has remained fairly stable throughout the years. 



Future Operation and Management 

4.177 The Board have made an inspection and have had a discussion with repre- 
sentatives of the British Waterways Board, who are responsible for operating both 
canals. The use made of the two canals is small, but they do meet a transport need, 
particularly in the case of small vessels which would otherwise have to face long and 
hazardous sea journeys. Accordingly, the Board recommended that both cands be 
kept open to navigation. The British Waterways Board have considerable experience 
in the management and the operation of canals, and the Board recommended that, in 
the interests of efficiency, they should continue to be responsible for the management 
of the Caledonian and Crinan Canals whatever financial arrangements are made for 
meeting the deficits. The Board also recommended that any decision as to capital 
investment on the canals should be considered in the light of advice received from 
the British Waterways Board. 
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5. Air Services 



History of Highlands and Islands ^ Services 

5.1 The introduction of air services has been a natural development in a region 
where geography has presented difficulties and discomfort for those using surface 
transport. Some surface transport will always be essential, but where mountains or 
water have to be negotiated air transport presents many benefits. Air transport is 
naturally dependent on the provision of airfields, and that has inevitably presented 
problems due to the topography of the area. 

5.2 Scheduled air services were operated before the last war on a commercial basis 
to airfields in the Highlands and Islands. The provision of good airfields has been a 
persistent problem. During the war a number of fine airfields were set up for defence 
reasons, and when the war was over these were available for use as civil airports. 
They were, however, in excess of civil requirements, and maintenance and operating 
costs have been unduly high ever since. The Board of Trade (Civil Aviation Depart- 
ment publish information on the cost' of operating airfields, and the annual loss 
incurred on those in the Highlands and Islands is shown in Appendix X. 

5.3 When British European Airways (B.E.A.) were set up in 1946 to handle 
United Kingdom and European services there were rapid developments in all areas. 
This included the Highlands and Islands where the potential traffic was then small, 
but the benefits to those who had to travel were great. 

5.4 In those days aircraft were in short supply. Those towns in Scotland which 
had large airfields relied on domestic services being operated by Dakotas (D.C.3s) 
and services to other localities were provided by de Havilland Rapides (D.H.89s). 
By December 1963, when the Board started their work, the Dakotas had generally 
given way to Vikings, Viscounts and Vanguards ; and the Rapides had been superseded 
by Herons and Heralds. Figure 14 shows the pattern of services and the aircraft 
which were then operating the Highlands and Islands services. 

Pattern of Services 

5.5 Before 1963 there had already been some developments and more flights were 
starting from Renfrew. Services in Scotland were being adapted to Scottish needs. 
They were, however, dependent on the availability of aircraft from the main B.E.A. 
services, and that might be considered a limitation on the development of a pattern 
of services best suited to the Scottish area as a whole and to the Highlands and Islands 
in particular. 

5.6 Many routes were operated as through services, some of them starting in the 
south of England and finishing in the Shetlands. This practice enabled higher aircraft 
utilisation rates to be obtained, but was achieved often at the expense of the travelling 
public. Delays at any point could affect later sectors, and often the last stages could 
not be flown. The general pattern remained unchanged for some years. The Board 
had to consider whether this pattern of services and method of operation were best 
for the region and, if not, what changes should be made. 
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5.7 Edinburgh and Glasgow were the terminals of the B.E.A. trunlc routes from 
the south. Flights north to Inverness and Aberdeen could either be extensions of the 
services from the south to Glasgow and Edinburgh or part of a separate Scottish 
pattern of services. Frequencies on most of the services north of Glasgow and Edin- 
burgh were only once-a-day in each direction, and this was considered to be inadequate 
to provide for the requirements of regular travellers. Additional services were therefore 
required, but there were doubts as to whether these could be provided by adjusting 
the existing framework. 



Operation of Services 

^8 At this time services to the Highlands originated from the two main terminals 
m Glasgow and Edinburgh, and B.E.A. [had also recognised the need for a Scottish 
Division. Even so, consideration had to be given as to whether the general policy 
of the airline dictated from headquarters at Northolt would permit the required 
developments of these services to be implemented or whether another approach 
would have to be made to the problems. 

5.9 The Board therefore gave serious consideration to a proposal that Scottish 
services should not only be regarded as a separate operating entity, but that the 
centre of operations might with advantage be moved from Glasgow to Inverness; 
and whether B.E.A. should remain the sole operator and be encouraged to develop 
the services or whether another operator could establish essential Scottish services 
linking with B.E.A. services at the main terminals. The possibility of this operation 
being an off-shoot of B.E.A., as in the case of Cambrian Airways, was also considered 
and discussed with B.E.A., who expressed a strong desire to continue the services 
even though they incurred an annual loss by so doing. 

5.10 In view of B.E.A.’s good reputation with users in Scotland, and as their 
services should be easier to modify and improve, the Board concluded that B.E.A. 
would be the best operator for the Highlands and Islands services. Financing, staffing 
and maintenance problems for a new and separate operator would have been con- 
siderable. 



Size of Aircraft 

5.11 At the same time a complementary suggestion was exammed in some detail. 
This envisaged that better facilities might be provided by a larger number of smaller 
aircraft flying in circuits centred on Inverness and connecting with B.E.A. trunk 
flights from Glasgow and Edinburgh. These proposals seemed attractive at first sight, 
but two serious objections emerged which made the Board decide that this was not 
the solution. The first reason for discarding the proposal was one of economics. The 
^eater number of aircraft would require more aircrews, which represent a significant 
item of operating costs. Secondly, the smaller aircraft would be less flexible for dealing 
with daily and seasonal peaks in traffic, and additional capacity could be obtained 
only by purchasing even more aircraft and adding to aircrew strength. On the other 
hand, larger aircraft [would cany more passengers, and would be generally more 
stable in flight and better equipped. 



Helicopters 

5.12 Service helicopters are used for emergency medical cases, and the Board 
considered the possibility of using helicopters for other services. Twin-engined heli- 
copters would be needed, both on grounds of safety and from the viewpoint of pro- 
viding an acceptable regularity of service. Operating costs for this type of aircraft are 
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however, very high in relation to those of short-range fixed-wing aircraft, and having 
regard to this and the low load factors, the Board are of the opinion that the use of 
helicopters for regular services in the area would not be economic at this stage. 



Earlier Surveys 

5.13 Before the Board were appointed various bodies had engaged in surveys of 
transport in Scotland. The Scottish Council (Development and Industry) (the Scottish 
Council) had, in consultation with B.E.A., drawn up a master plan for an augmented 
pattern of services within Scotland and with new connections to cities outside. When 
this plan was costed, however, it was found to be uneconomical and that considerable 
losses would be incurred by B.E.A. The Board had by then been set up and a meeting 
was held in Dover House, London, on 20th July, 1964, which was attended by the 
Secretary of State, the Minister of Aviation and representatives of the Scottish Council 
and the Board. This was followed by a memorandum from the Minister of Aviation 
to the Chairman of B.E.A. suggesting that the advice of the Board be sought regarding 
the proposals for improved services and, in particular, the situation which would 
arise when the Heralds reached the end of their period of free loan. 

Replacement of Herald Aircraft 

5.14 After the meeting in London attention was directed to the problems of the 
Herald aircraft and their replacement. It had been known that the Herald’s capacity 
was insufficient for the increasing demands and that B.E.A. would not want to use 
them after 1966 when they were, in any event, due for a major overhaul. At that 
time the Stornoway route was operated with Viscount aircraft, but the runways at 
Sumburgh, Kirkwall and Glenegedale (Islay) were unsuitable for these aircraft to 
operate regular services to Orkney, Shetland or Islay. The alternative was therefore 
to replace the Mark I Heralds with a later mark or another aircraft with similar 
flight and load characteristics, or to extend the three runways to accommodate the 
Viscounts. 



Biformation from Users 

5.15 The four groups of users are in the main : 

(1) Residents in the Highlands and Islands. 

(2) Local government officials, doctors and others concerned with the adminis- 
tration of the region. 

(3) Businessmen — ^in increasing numbers as industrial development progressed. 

(4) Tourists. 

5.16 The first three groups require regularity and punctuality and timings arranged 
to enable them to travel without having to waste time waiting for connections and, 
if possible, to avoid having to stay overnight in hotels en route. There are certain peak 
travelling periods for these groups. On the other hand, while tourists (group four) 
require punctuality, their timing requirements are more flexible and they could, 
perhaps, be encouraged to travel at intermediate times whenever possible; for example, 
by offering cheap night flights. 

5.17 The next stage in the work of the Board was to obtain detailed information 
from users about the adequacy or failings of the existing services so that this infor- 
mation could be used to formulate proposals for specific improvements. As a first 
step, a questionnaire covering such questions as routes, destinations, timetables and 
passenger and freight traffics was sent in August 1964 to local authorities, chambers 
of commerce, tourist associations and travel agents. 
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5.18 Although the principal survey was concerned with the services operated by 
B.E.A., attention was also given to ancillary and feeder services to outlying islands 
and areas on the mainland. Particular attention was given to the North Isles of 
Orkney, where sea services were unsatisfactory and communications would be greatly 
improved, and where economies in the cost of sea services might be possible if a 
simple air service could be established. It was therefore decided to examine this 
further, and visits were made to the islands and fields were inspected for use as grass 
airstrips. Similar attention has been given in recent months to the air service require- 
ments of other districts in the Highlands and Islands. 

5.19 Conclusions drawn by die Board from the replies to the questionnaire and 
an examination of existing services and facilities included : 

(1) The B.E.A. pattern of services provided a sound basis, but needed adjustment 
to suit current and future requirements. 

(2) The B.E.A. timetable of services needed modifying and amplifying to over- 
come the valid objections of users requiring better timings for their business 
journeys within the region and connections with trunk services elsewhere. 

(3) The Herald aircraft operated by B.E.A. on some routes were too small to 
accommodate the peak loads which are spreading over longer periods each 
year. 

(4) There was a need to improve local communications, which would be met by 
introducing more feeder services connecting with B.E.A. services in the 
Highlands and Islands. 

(5) More decentralised control of air services in Scotland by B.E.A. to their 
divisional management was regarded as a step towards a better understanding 
of the needs of the area. 

(6) There had been a marked increase in air trafiic year by year (Appendix X) 
and potential traffic was likely to follow the developments which were taking 
place. 

(7) While the prime need of the islanders had been to reach the mainland, where 
other forms of onward travel were available, the advantage of speed offered 
by air services was so pronounced that there was a demand for good con- 
nections to Inverness, Glasgow and Edinburgh, as the alternative forms of 
transport are necessarily much slower. 

(8) There were indications that, with carefully planned augmented services 
operated at times to suit the travelling public, the annual B.E.A. deficit on 
their Highlands and Islands services, which had been falling appreciably in 
the last few years, could eventually be eliminated. 



Air Freight 

5.20 While attention had necessarily been concentrated on passenger services, 
thought was also given to the question of air freight. This method of carrying goods 
is increasing rapidly throughout the world because, although rates are higher than for 
surface transport, the advantages of speed and security often outwei^ the cost 
differential. The carriage of goods by air in the Highlands and Inlands has been 
inhibited by the types of aircraft available; but as larger aircraft are now being used, 
there is more freight capacity and an increase in volume is expected. 



Continental Connections 

5.21 During the course of discussions when members of the Board visited the 
principal centres of population and industry, the question of direct air connections 
to Europe was raised. The Board recognise that this is an important consideration in 
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the indiistrial development of Scotland, but as the focal points for such services would 
have to be few in order to maintain economically the appropriate frequencies, such 
services would not originate within the Highlands area. But the considerations have 
been borne in mind when planning improved services to Glasgow and Edinburgh, so 
that even if direct services do not yet operate from those cities to the Continent there 
will be a reduction in the overall travelling times from the Highlands and Islands to 
the Continent. 

Improvements in B.E.A. Services 

5.22 The Board recommended that the proposal by B.E.A. to use an All-Viscount 
fleet should be adopted and that to facilitate this the runways on Islay, Orkney and 
Shetland should be extended at a cost of approximately £800,000. A report (Appendix 
XDQ was sent to the Secretary of State on 25th June, 1965. In arriving at their 
recommendation, the Board considered the following points: 

(1) A replacement Herald of comparable size would be expensive and costly to 
operate with B.E.A. crewing costs. 

(2) The replacement Herald would not be able to meet increasing demand for 
seats on the Highlands and Islands services. 

(3) Viscounts have proved to be reliable in service and the aircraft were available 
from B.E.A.’s main fleet. 

(4) Viscounts would provide 61 per cent more seating capacity and would be 
able to carry more freight. 

(5) Maintenance facilities and spares were available for the Viscounts and stocks 
would not need to be increased; and the spares holdings and maintenance 
facilities for Heralds could be eliminated with savings to B.E.A. 

(6) The runways at Kirkwall, Sumburgh and Glenegedale would almost certainly 
require to be extended at some time in the future, and the cost could reason- 
ably be regarded as an anticipation of expenditure. 

(7) There would be operational advantages to B.E.A. in having a common size 
of aircraft with other Scottish services, both in relation to the planning of 
services and to standby aircraft. 

5.23 Since the decision on the All- Viscount fleet was reached, B.E.A. have co- 
operated closely with the Board in devising modifications to their timetables with a 
view to improving the services. 

5.24 The decision to proceed with the runway extensions was taken in August 
1965, and tenders were invited. Work was commenced early in 1966 and the runways 
were operational in November 1966 as planned, which represented a considerable 
achievement by the Board of Trade (Civil Aviation Department) and the Ministry 
of Public Building and Works. 

5.25 Once the decision had been reached on the All-Viscount services it was 
possible to accelerate work on the B.E.A. timetable changes. Discussions took place 
during the autumn of 1965 and detailed proposals were submitted to B.E.A. in 
December of that year. There have been many discussions since then and a large 
measure of agreement has been reached, and a timetable for the inauguration of the 
AU-Viscount services on 1st November, 1966, was prepared for publication. 

5.26 One of the main changes put forward by the Board to meet user criticism 
was the introduction of early-morning and late-evening flights on two routes. These 
had been agreed by B.E.A. and aircrew rosters arranged for night stops at Inverness 
and Wick. On 25th August, 1966, however, B.E.A. and the Board were informed by 
the Board of Trade that the Ministry could not make these two airfields available for 
these services, having regard to the extra cost of ground staff and that the new services 
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could therefore not operate, A memorandum was sent to the Secretary of State on 
25th August, 1966, regretting the decision and the postponement of the introduction 
of the improved services recommended by the Board. Since then it has been decided 
that the two airfields will be made available to enable the late-evening early-morning 
flights to start in 1967. 

5.27 Figure 15 shows the routes now operated by B.E.A. in the Highlands and 
Islands and the aircraft used. Viscounts are used on sdl routes, with the exception of 
that between Glasgow, Tiree and Barra. The beach at Barra is used as a runway and 
Heron aircraft provide the service. Figure 1 5 also shows the early-moming southbound 
and late-evening northbound services based on Wick and Inverness. The provision 
by B.E.A. of these new services originating in the Highlands will greatly improve 
communications between Inverness, Wick and the south. The co-operation of B.E.A. 
operational and planning staff in working on the new services and the timetable for 
the All- Viscount service has been appreciated. 



North Isles of Orkney Service 

5.28 Consideration of ancillary services started with the North Isles of Orkney 
early in 1965. At a meeting of the Board with Loganair Ltd. (Loganair) on 25th 
February, 1965, the question of an air service to the North Isles of Orkney (Figure 16) 
was discussed and also other feeder services connecting with B.E.A. Loganair expressed 
keen interest in the Orkney services and the subject was examined in detail. A critical 
study was made of different types of small aircraft, including the Twin Pioneer (Series 
1 and 3), the Dornier (D028A and D028B) and the Britten-Norman Islander, the 
main criteria being matters of cost and availability. The Britten-Norman Islander 
was chosen by Loganair as the most suitable for performance, capacity and cost The 
disadvantage was that delivery of the aircraft could not be before the spring of 1966 
and might be later. The Board endorsed the choice of aircraft. 

5.29 Administrative details regarding the operation of these services by Loganair 
were discussed with the Board. For reasons of co-ordination the Board recommended 
that the new services be provided within the operating structure of the Orkney Islands 
Shipping Company Ltd., who are providing the services by a charter arrangement 
with Loganair. 



Feeder Services 

5.30 Apart from the services provided by B.E.A,, there is at present only one 
regular scheduled ait service in the Highlands — a morning newspaper service by 
Loganair from Glasgow to Stornoway, which was licensed in 1966 to carry a limited 
number of passengers on return flints. Several private operators provide charter 
flights with light aircraft, not only to the larger airfields used by B.E.A, but to other 
landing places such as those at Evanton and Connel. In addition, B.E.A. and Loganair 
operate air ambulance services. 

5.31 The Board have no doubt that a regular feeder service with light aircraft 
would be of considerable advantage to many of the remoter parts of the Highlands, 
and particularly to the smaller islands which axe not served by B.E.A. The slow 
development of services of this kind has been due partly to the comparatively light 
potential traffic, but it seems probable that increasing numbers of tourists and other 
passengers will be willing to pay a somewhat higher air fare in order to avoid a lengthy 
journey by land and sea. The other inhibiting factor has been the lack of suitable 
landing places, which is referred to below. There is good reason to expect that, as 
additional airstrips become available, private operators will not be slow to provide 
regular services for passengers and li^t freight. 
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5.32 In general, the Board see no need to subsidise such services, which are likely 
to abstract only a limited amount of traffic from the existing sea and land transport 
services. Circumstances could arise, however, in which a particular locality might be 
served more effectively and cheaply by air than by sea, in which event a case might 
well emerge for an air service to be provided by one of the subsidised shipping 
companies. The experimental service to be provided to the North Isles of Orkney 
should help to indicate how far an arrangement of this kind is likely to be effective in 
other parts of the Highlands and Islands. 



Airstrips 

5.33 Since the Board were appointed, airstrips suitable for light aircraft have been 
constructed at Glenforsa (Mull) and at Plockton (Wester Ross) as training exercises 
by the airfield construction regiments of the Royal Engineers. These airstrips will be 
managed by the county councils, who had to meet all Army expenses not attributable 
to training. It would probably have cost the county councils about ten times as much 
to have had these airstrips constructed by normal contract. In addition, Orkney 
County Council have constructed airstrips in the North Isles, with a 75 per cent grant 
from the Board of Trade (Civil Aviation Department), in connection with the 
projected’air service referred to in paragraphs 5.28-9. 

5.34 The Board feel that there is a need for a number of other airstrips in the 
Highlands and Islands, partly in order to facilitate air ambulance and other charter 
flights, and partly to enable the introduction of regular feeder services of the kind 
referred to above. The Board recommended that an airstrip be constructed by the Royal 
Engineers at Fort William in view of the industrial developments there. There are 
also a number of islands and other isolated communities at which an airstrip for light 
aircraft would appear to be justified. It is probable that airstrips at some of these 
places would not meet the training requirements of the Royal Engineers, who may in 
any case be prevented by operational duties from undertaking projects every year. 
The Board accordingly recommend that the Civil Aviation Department of the Board of 
Trade should, in consultation with local authorities and the departments concerned, 
draw up a programme of airstrips to be constructed in the next few years and should 
offer grant for this purpose to any local authority if the project cannot be carried out 
at reduced cost by the Royal Engineers. 



Summary of Review of Air Services 

5.35 The advent of air services connecting important areas of the Highlands and 
Islands was undoubtedly a great step forward in improving internal commimications 
throughout the region and with Edinburgh and Glasgow. B.E.A. have been the sole 
air operator since the war and, for economic reasons, the pattern of services and 
frequencies have been planned on a minimum basis. B.E.A. have reported losses on 
these services every year — see Appendix X. This policy and the limited capacity of the 
Herald aircraft which had to be used on certain sectors has resulted in a situation of 
very high load factors, which inevitably means that some potential travellers are 
being turned away. The introduction of the All- Viscount services will improve the 
position, but there may still be more traffic arising than the existing scheduled services 
are capable of carrying. 

5.36 The replies to the questionnaire and the extensive enquiries and discussions 
initiated by the Board also indicated: 

(1) That there was general satisfaction with B.E.A. and their operating, staffing 
and safety standards. 
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(2) Apart from the need to introduce early-moming southbound flights, the 
frequency of service was satisfactory, but an improvement in the timing of a 
number of flights (with less time spent on the ground at intermediate stops) 
would assist existing travellers and probably attract others. 

(3) That fares were not considered to be unreasonable. 

(4) That ancillary and feeder services were required in certain islands and coastal 
areas on the mainland. 

(5) That, with the developments planned for most of the region, an increase in 
demand for air travel could be expected. 

5.37 These considerations led to the Board’s recommendations for modifications 
to some services and the introduction of additional flights to overcome the objections 
concerning early and late connections. That B.E.A. have in the main accepted the 
arguments for these modifications is regarded as a step forward to the provision of 
improved timetables and better facilities, which should not increase the annual deficit 
on their services in the Highlands and Islands but might, in fact, accelerate the 
reduction in losses to a break even point or better. 
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6. General Questions 



6.1 This section deals with those matters which are of a general nature or which 
deal with the inter-relationship of different forms of transport. It also includes a 
synopsis of those questions which were before the Board when their term of office 
expired. 



Transport Co-ordination 

6.2 It is sometimes suggested that the best means of achieving transport efficiency 
would be to integrate the various services under a single operator. The Board do not 
consider that complete integration of all services would meet the transport needs of 
the Highlands and Islands in the most effective way. Transport services in the area 
are, however, provided at a lower frequency than elsewhere, and the question of 
obtaining co-ordination between services therefore becomes more important. There 
is little scope for competition between services, and it is clearly in the interests of both 
transport users and operators to ensure that services are dove-tailed together to the 
fullest possible extent. If good connections are not provided the “ waits ” between 
services can be long and may sometimes extend overnight. 



Passenger Services 

6.3 The Board have had discussions with most of the operators of the arterial 
passenger transport services in the Highlands and Islands about the means whereby 
the frequency and timing of their services and the preparation of timetables are co- 
ordinated to ensure the maximum benefit to the user. The operators took the view 
that this is basically a matter for negotiation and agreement between operators; that 
there is advance consultation; that agreement is often reached expeditiously on co- 
ordination problems; and that the more complex and difficult cases are thoroughly 
considered and discussed at top managerial level before the attempt to secure agree- 
ment is abandoned. 

6.4 There are statutory provisions relevant to transport co-ordination : 

(1) Section 135(2)d of the Road Traffic Act, 1960, provides that when deciding 
whether or not to grant a road service licence the Traffic Commissioners shall 
have regard inter alia to the co-ordination of all forms of passenger transport, 
including transport by rail. 

(2) The Air Transport Licensing Board, when granting or varying a licence, may 
impose conditions as to connections between the air services to be provided 
under the licence and other transport services whether or not provided by 
air (Article 12(A:), Civil Aviation (Licensing) Regulations, 1964). 
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(3) A co-ordination provision is incorporated in the “ Undertakings ” governing 
payment of grant by the Secretary of State to operators of sea services 
under the Highlands and Islands Shipping Services Act, 1960. The operator 
receiving financial assistance undertakes at all times to the best of his ability 
to ensure that the services approved by the Secretary of State connect with 
other public transport services, but there are no such provisions governing 
rail and unsubsidised sea transport operations. 



6.5 The Board have carefully considered the question of co-ordination of passenger 
transport timetables. They accept that operators try hard to dove-tail their services, 
and that in some cases the solution may be a compromise between the conflicting 
demands of different sections of the travelling public. The Board are, however, of the 
opinion that this matter is so important to the efficiency of the transport system in 
the Highlands and Islands that it should not continue to rest solely on the existing 
statutory provision and bilateral discussion and agreement between operators. There 
is a need for improving existing procedures and for recognised continuing and effective 
regional passenger transport co-ordinating machinery to cope with the problem not 
only on the arterial routes, but also on the minor routes which are of importance to 
isolated townships and villages. 

6.6 The Board have considered whether additional statutory machinery is required 
to ensure co-ordination of timetables. They formed the opinion, however, that it is 
unnecessary to legislate for this difficult and delicate problem. Much is already being 
achieved by voluntary co-operation between operators. What is needed is to develop 
and improve existing voluntary co-ordination procedures. The Board accordingly 
suggested to the main transport operators that a voluntary passenger transport co- 
ordinating committee be regularly convened. Other operators and representatives of 
the Post Office and local authorities mi^t be invited to attend as and when necessary. 
The range of questions to be considered by such a committee was thought to include 
the co-ordination of operating timetables and of their compilation; through-ticketing 
arrangements and the provision and improvement of facilities, e.g., waiting rooms, 
for the benefit of the travelling public; arrangements for improving timetables and 
other publications; and joint publicity. The proposed committee was envisaged as a 
voluntary body, with no executive powers, whose decisions would not be legally 
binding on operators. Nor would it interfere with the existing process whereby 
operators dispose bilaterally and efficiently with minor co-ordination problems. But 
the Board were hopeful that it would provide a useful forum for the exchange of ideas 
and the frank discussion and solution of passenger transport co-ordination problems 
in the area. 



6.7 This suggestion has been taken up by the operators and a start has been made 
with the setting up of a voluntary co-ordinating committee for the Highlands and 
Islands comprising representatives of British Rail, British European Airways (B.E.A.), 
Highland Omnibuses Limited and David MacBrayne Limited (MacBraynes). The 
Board have been encouraged to learn of positive examples of improvements stemming 
from its discussions. The Board now recommend that the membership of the com- 
mittee be extended to include a representative of the North of Scotland, Orkney and 
Shetland Shipping Company Limited (the North Company). They further recomm^d 
that the Scottish Economic Planning Council and the HigWands and Islands Develop- 
ment Board (H.I.D.B.) be associated with its work so as to bring the arrangements 
within the compass of the co-ordinating machinery proposed in the White Paper, 
Transport Policy (Cmnd. 3057). 
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Freight Services 

6.8 The Board believe that co-ordination is at least as important in relation to 
freight transport as to passenger transport. They have noted the proposal in the 
White Paper, Transport Policy (Cmnd. 3057), to integrate the freight services of 
British Rail and the Transport Holding Company in a single national freight organisa- 
tion, and feel that this will have important impHcations for the Highlands, particularly 
as regards the co-ordination of sea services with road and rail freight services. They 
accordingly recommend that, in working out the detailed arrangements of the new 
organisation, full account should be taken of the special needs of the Highlands and 
Islands. 



Complaints by Transport Users 

6.9 Several organisations already receive and consider complaints from the users 
of public transport. It is, for instance, the duty of the Transport Users’ Consultative 
Committee for Scotland to consider and, if it appears to them to be desirable, to make 
recommendations to the Minister of Transport in respect of matters affecting the 
services and facilities provided by the Boards of British Rail, British Waterways and 
the Docks. The Committee are also concerned with services provided by the Cale- 
donian Steam Packet Company Ltd. (C.S.P.C.). In 1964 British Rail set up the High- 
land Rail Users’ Council with a view to establishing a better relationship with their 
customers in the Highlands. The Scottish Advisory Committee for Civil Aviation 
have an interest as regards air services. A complaint about road services often has 
relevance to the powers of the Traffic Commissioners. There is, however, no central 
body for receiving complaints about the sea services provided, for example, by 
MacBraynes or the North Company. 

6.10 The Board have themselves received complaints about particular transport 
services in the Highlands and Islands. As they see it, dealing with user complaints is 
the prime responsibility of the operator. Accordingly, in every such case they gave the 
operator concerned an opportunity of looking into the matter. Generally speaking, 
operators have been able to satisfy their customers or have provided them with a 
reasonable explanation. 

6.11 It seems likely that the H.I.D.B. will now receive complaints about transport 
services both directly and through their Consultative Council. They will require to 
decide how they are to handle such complaints. There may be a case for estabhshing 
new machinery to handle such complaints, particularly as regards sea services, and 
the Board recommend that the H.I.D.B. might discuss tWs question with MacBraynes 
and the North Company. 



Subsidies and Charges 

Need for Subsidies 

6.12 The need for a degree of Government support for the maintenance of trans- 
port services in the Highlands and Islands is generally accepted. The state-owned 
British Rail, B.E.A. and the Scottish Bus Group all lose money on their services in 
the Highlands and Islands. The question whether road users receive Government 
assistance is controversial ground on which the Board do not feel any need to enter, 
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Tile rate at which the use of private cars, vans and trucks increases in the Highlands, 
with a resulting loss of traffic by competing undertakings, is to some extent dependent 
on the amount of money made available by the Government for road construction 
and improvement. 



Cross^subsidisation by Nationalised Undertakings 

6.13 The Board see no strong reason to interfere with the system whereby British 
Rail, B.E.A. and the Scottish Bus Group cross-subsidise unprofitable services in the 
Hig^ilands by carrying the losses in their main accounts. There can be few large scale 
transport operators who do not run some unprofitable services, and all three of these 
undertakings operate unprofitable routes outside the Highlands. Since almost all 
forms of transport in the Highlands and Islands require assistance, this system of 
carrying the losses in the general accounts of large nationalised undertakings seems 
suitable under the circumstances. The Board are accordingly unable to support the 
suggestion made by the Air Transport Licensing Board that B.E.A. should receive an 
Exchequer subsidy for its Highland services. They take the view that, if the Govern- 
ment should decide to give a direct subsidy for any services in the Highlands, there 
would be a strong case for inviting tenders from private as well as nationalised 
operators. 

6.14 The continuance of cross-subsidisation does not mean, however, that the 
operators should not make all possible efforts to keep the losses on unprofitable 
routes as low as possible by seeking all means to increase efficiency or attract additional 
traffic, or that consideration should not be given to withdrawing or reducing services 
which are not being used by the local people and which are not essential to the economy 
of the local community. Any substantial alterations in the passenger services provided 
by the nationalised operators are, of course, subject to review by the Traffic Com- 
missioners, the Transport Users’ Consultative Committee for Scotland or the Scottish 
Advisory Committee for Civil Aviation, as the case may be. 



Shipping Subsidies 

6.15 The Secretary of State pays a direct subsidy to MacBraynes, to the Orkney 
Islands Shipping Company Ltd. (for services to the North Isles of Orkney), to Messrs. 
Bremner and Company (for their service to the South Isles of Orkney), to the North 
Company (for their services to the North Isles of Shetland) and to operators of certain 
minor services. The proper purpose of these shipping subsidies has for long been the 
subject of discussion in the Highlands. Historically, the answer is that in most cases 
the subsidy was introduced to prevent services being discontinued when private 
operators advised the Secretary of State that they could no longer afford to operate 
without assistance. After the Secretary of State had satisfied himself that the main- 
tenance of the service in question was essential for the continued prosperity, or even 
the existence, of the communities concerned, assistance was granted. 



Conditions for Subsidy 

6.16 Transport subsidies account for only part of the total social costs of main- 
taining the economy of the islands and other areas concerned. The question raises 
very broad issues wffich lie to some extent outwith the Board’s remit, but they cannot 
ignore a matter which is of such basic concern to the transport needs of the Kghlands 
and Islands. 
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6.17 Iq tlie Board’s view, a transport service— whether on land, on sea or in the 
air— should not normally be subsidised unless all three of the following conditions 
are met; 

(1) The service is essential to the community. In practice, this usually depends 
on whether an adequate alternative service is available, and it is rarely 
difficult to assess the degree of hardship or economic dislocation which would 
arise if an existing service was to be withdrawn. 

(2) The losses on the service cannot be eliminated by increased efficiency. Such 
measures as the adoption of new techniques for handling freight, a merger of 
neighbouring companies and the more efficient use of labour should always 
be examined before a subsidy is introduced, and kept under constant review 
in relation to services already subsidised. In many cases, however, operating 
costs cannot be significantly reduced without bringing the frequency or 
standard of the service below an acceptable level. 

(3) The charges are reasonable from the viewpoint of the users, the operator 
and the taxpayer (or ratepayer in the case of a service subsidised by a local 
authority). This is an extremely difficult problem, particularly on services 
which are subject to little or no competition, and the question is dealt with 
in greater detail below. 

6.18 The problem of determining what level of charges is reasonable is particularly 
difficult to solve in relation to the shipping services. The aim was broadly stated by 
the then Parliamentary Under-Secretary of State for Scotland (Mr. Leburn) in the 
debate on the Highlands and Islands Shipping Services Act, 1960, which gives the 
Secretary of State wide discretion to assist sea transport and certain related services. 
He said; “ I agree that ... the purposes of the Bill will be completely frustrated if 
the fares and freight rates charged are not such as will induce a development in the 
Highlands by increasing both passenger and freight traffic. . . . We shall be very 
anxious at aU times ... to ensure that charges to areas affected by the Bill are 
reasonable.” 

6.19 The undertakings between the Secretary of State and the shipping companies 
he subsidises go some way to giving a definition of “ reasonable ” in this context. 
The undertakings give the Secretary of State power to control passenger fares and 
freight rates on the services concerned, and they require him, in exercising this power, 
to have regard to : 

(1) The general level of other transport charges. 

(2) The financial results of the company’s activities and the amount of grant 
payable to the company under the undertaking. 

(3) The effect on the economy of the area served by the company. 

6.20 The reference to the general level of transport charges is presumably intended 
to prevent charges to one district rising seriously out of line with charges in other 
similar districts, and in this sense is a reasonable aim. This reference may also have 
been intended, however, to avoid any substantial difference between the charges of a 
subsidised operator and those of unsubsidised competitors. In view of the social 
obligation of the former to provide a regular service throughout aU periods of the 
year, and of the limited scope for competition in the Highlands, it is questionable 
whether any regard should be had to the charges of unsubsidised firms in present 
circumstances. 

6.21 For a variety of reasons, the overall operating costs of coastal shipping 
(including handling costs) have -increased in recent years much more rapidly than 
those of most other forms of transport, especially road haulage. Not all of this increase 
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lias been passed on to the users, since the- shipping companies have made various 
economies and/or have received larger grants from the Secretary of State. Successive 
increases in the charges of both the subsidised and unsubsidised shipping companies 
have nevertheless been large enough to cause much anxiety in the Scottish islands 
and have contributed to a higher cost of living. The islanders feel, with good reason, 
that this is a trend over which they have little or no control, since the shipping services 
are both their lifeline for supplies and the only means by which their produce can 
reach the market. Unlike people on the mainland, they cannot turn to other forms of 
surface transport when one method proves too expensive. At the same time, the 
islands cannot reasonably expect to be completely insulated from all cost increases 
affecting the rest of the country, and there are limits to which the taxpayer can be 
expected to support the economy of particular areas. 



Need for a Yardstick 

6.22 In these circumstances, it is not surprising that from time to time many 
suggestions have been put forward on the best method of fixing charges on subsidised 
shipping services. The factors mentioned in paragraph 6.19 leave the Secretary of 
State with wide latitude in controlling charges, and it is difficult to find any evidence 
of the application of a consistent policy over the years. The Board themselves were 
consulted before the Secretary of State decided to approve an increase in MacBrayne’s 
charges in the spring of 1966 and, in the absence of any established criteria for con- 
sidering the matter, they found it very difficult to give any reasoned advice. While it 
is no easy matter to reconcile the differing interests of the user, the operator, and the 
taxpayer, the Board are convinced of the need for the Government to establish 
objective criteria to serve as a yardstick to measure the reasonableness of shipping 
charges to the islands. 



Free Ferries 

6.23 One suggestion which has sometimes been put forward is that shipping 
services to the islands — especially vehicle ferries — are analogous to bridges and roads 
on the mainland, and should therefore be provided without charge to the user. This 
is a false analogy, however, because shipping costs reflect the volume and nature of 
traffic and should therefore be borne at least in part by the user. Moreover, to make 
all shipping services free would be very expensive to the Exchequer and would place 
the islands in an invidiously favourable position compared with many parts of the 
mainland. It would clearly be inequitable to make certain services free, such as vehicle 
ferries, while retaining charges on others. The Board are therefore unable to recommend 
the general adoption of the principle that shipping services should be provided free. 



Comparhion with Road Services 

6.24 Ships are more closely analogous to road vehicles than to roads, and a 
possible solution might be to fix shipping charges comparable to those of unsubsidised 
bus and road haulage operators on a passenger-mile and ton-mile basis. This would 
involve a reduction of existing shipping charges for most types of traffic and a conse- 
quential increase in subsidy, but the exact effect has not been estimated. For some 
goods, however, such as fertilisers in bulk, road charges per mile are often higher 
than shipping charges. A yardstick of this kind would probably be attractive to most 
users at present, when shipping costs generally have been rising more rapidly than 
road haulage costs, but this may not always prove to be the case. It would also divorce 
the charges from the actual cost of sea transport, and would thus offend against a 
principle to which the Board attach considerable importance. 
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Mainland Comparison 

6.25 Another possibility which was recommended by the Highland Panel in 1961 
was that the charges to the remote mainland centres (e.g., Thurso) should be used as 
a yardstick for determining sea service charges. This yardstick could not be rigidly 
applied for a number of reasons, but the Board consider that mainland comparison 
would provide a just and objective standard for reaching a broad judgment on the 
level above which shipping charges (including handling charges) should not be allowed 
to rise. They accordingly recommend that for the purpose of deciding the need for 
subsidy to shipping companies, the Secretary of State should adopt the criterion that 
the general level of charges to islands should not be materially in excess of charges 
to distant parts of the mainland (e.g., Thurso). While transport charges from Caithness 
to central Scotland remain at their present level, this yardstick is hardly likely to 
impose an unreasonable burden on the Exchequer- 

6.26 It must be emphasised that the yardstick of mainland comparison could 
only be used as a broad guide for deciding the overall amount of Exchequer assistance 
and should not be rigidly applied to any particular route or commodity. As a result 
of consultation with leading economists, the Board take the view that subsidised 
shipping charges should be roughly proportional to the economic cost of transporting 
each commodity and should not discriminate in favour of any particular industry or 
type of passenger. It is normally undesirable to encourage firms with high transport 
costs to develop in remote areas, and if special assistance for particular industries is 
considered necessary, it will generally be given more effectively by other means rather 
than through transport subsidies. 

Excessive Charges 

6.27 The application to particular services of the general yardstick recommended 
above would require an extensive investigation of fares and freight charges over a 
wide range of different routes, goods and methods of transport. The Board have not 
undertaken a detailed investigation of this kind, but it would appear from their study 
that, in general, the present charges by the two main shipping companies in the High- 
lands (MacBraynes and the North Company) do not exceed the level of charges by 
road and rail between Caithness and central Scotland. If the yardstick of mainland 
comparison is accepted, however, there are three cases in which present shipping 
charges appear to be unreasonably high. 

North Isles of Orkney 

6.28 When considered in isolation, the rates charged by the O.I.S.C. for most 
goods and livestock passing between Kirkwall and the North Isles are not excessive. 
But to these charges must be added the transport charges from Aberdeen and the cost 
of transhipment at Kirkwall, so that the total cost of transport to the North Isles is 
very much higher than for a comparable distance on the mainland. The distance from 
Kirkwall to the North Isles is only 10-20 per cent (depending on the island served) 
of the distance from Aberdeen to Kirkwall. The subsidised charges for shipping goods 
and sheep from Kirkwall to the North Isles are, however, as much as 65 and 90 per 
cent respectively of the unsubsidised rates for these traffics from Aberdeen to Kirkwall. 

North Isles of Shetland 

6.29 The problem of transhipment also arises in Lerwick in much the same way 
as in Kirkwall, and the journey to Aberdeen is even longer, so that through charges 
are again generally much higher than on the mainland; this problem would be reduced 
by the introduction of vehicle ferries on the overland route recommended in paragraph 
4.49. 
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Carriage of sheep from Orkney and Shetland 

6.30 Tlie sea transport charges for most types of traflBc carried by the unsubsidised 
North Company bear reasonable comparison with those of MacBraynes in the 
Western Isles. A notable exception arises in the case of the charges for the carriage 
of sheep from Lerwick and Kirkwall to Aberdeen, which are substantially greater 
than MacBrayne’s charges to the Western Isles as shown below. 



Table (n) 



Route 


Distance 

{Statute 

Miles) 


Sheep 
{per head) 
s. d. 


Kirkwall-Aberdeen 


139 


11 2 


Lerwick-Aberdeen 


199 


10 6i 


Lochboisdale (S. Uist)-Oban . 


147 


6 0 


Thurso-Aberdeen (road haulage) 


233 


5 0 



Note: The rate of 5s. per sheep from Thurso to Aberdeen is a typical 
figure for a load of 200 sheep. 



6.31 The North Company claim that their charges, which are not subject to 
control by the Secretary of State, reflect the relative cost of transporting the different 
kinds of traffic (the lower rate to Lerwick reflects the generally smaller size of Shetland 
sheep). It is not the function of the Board to deal with questions of agricultural policy, 
but the export of sheep is an important element in the economy of Orkney and 
Shetland, and in this respect the transport needs of the islands are clearly not being 
met adequately at present. 

6.32 In the three cases mentioned, therefore, it would appear that there is a prima 
facie case for a substantial reduction in charges. The Board recommend that, if these 
charges cannot be reduced by different methods of operation of the kind referred to 
in paragraphs 4.29-30 and 4.49, the Secretary of State should increase the level of 
subsidy to the service (or, in the case of the North Company’s services to Orkney 
and Shetland, introduce a new subsidy) in order to meet the criterion of mainland 
comparison recommended above. 



Method of Subsidisation 

6.33 When it becomes necessary to subsidise a transport service, it is axiomatic 
that assistance should be given in such a way as to give the operator the greatest 
possible incentive to increase his efficiency. The Board are not convinced that this 
aim is fully achieved under the present arrangements, under which a large proportion 
of any profits or losses are received or borne by the Exchequer. 

6.34 In the case of the larger shipping companies, it will generally be necessary 
for the Secretary of State to give an operating subsidy based on the estimated costs 
and revenue of the service. The traffic revenue is likely to vary a good deal from one 
year to another for reasons largely outside the control of the company, but a long 
term trend can usually be established. In these circumstances annual revisions of the 
subsidy leave little incentive for efficiency on the part of the operator, and there is 
much to be said for basing the subsidy on a target of performance to be drawn up 
for a period of up to five years in advance and trends reviewed from year to year. 
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The Board recommend that, wherever possible, at least half of the profits or losses 
should be received or borne by the operator; if the operator has insufficient capital 
to carry the risks implicit in such an arrangement, there is a strong case for setting up 
a company on broadly the same lines as a nationalised undertaking, with capital 
provided by the Exchequer and a duty to operate the service for an indefinite period. 
If necessary, the subsidy should also be conditional on the operator engaging pro- 
fessional consultants to advise on methods of improving the efficiency of the service. 



Capital Grants and Loans 

6.35 In the case of the smaller operators e.g., a local boatman with a single vessel, 
the Board consider that an operating subsidy will usually be less satisfactory than a 
capital grant and/or a loan towards the purchase of a modern vessel. An operating 
subsidy would require regular supervision, whereas a grant or loan could be provided 
on terms calculated to allow the operator a reasonable profit on the assumption that 
he runs the service with reasonable efficiency. The Board recommend that when it is 
necessary to assist a small operator, consideration should first be given to whether a 
capital grant and/or a loan will meet the case. Such an arrangement would be parti- 
cularly appropriate in the case of small ferry services which, in a number of cases, 
are at present inadequate in passenger comfort and safety — see paragraphs 4.141-143. 



Freight Eqnal^ation 

6.36 The Board have also considered whether it would be possible to reintroduce 
a system of shipping subsidies based on the war-time freight equalisation scheme. 
This would introduce the idea of subsidising the commodity rather than the service 
and would enable the Government to give incentives or disincentives to certain com- 
modities for the economic good of the islands or the nation as a whole. It is doubtful 
if this scheme could be operated without the detailed control which during the war the 
Government had over the whole economy of the country. The cost to the Exchequer 
would be difficult to forecast, and it would probably be costly to administer. It is also 
probable that fairly elaborate safeguards would be needed to ensure that operators 
did not raise their charges to an unreasonable level in the knowledge that the user 
would pass them on to the Exchequer. The Board do not believe that such a scheme 
would be practicable in peace time. 



Local Authority Subsidies 

6.37 Another possibility which has been considered is subsidisation of shipping 
services by local authorities. Paragraph 79 of the White Paper, Transport Policy 
(Cmnd. 3057), dealing with rural transport reads as follows: 

“ In the Government’s view, if help from public funds is to be made available 
to secure that rural services are provided or continued, the local community 
should take its part in determining what services are to be considered as essential, 
and should contribute to the cost. The Government proposes therefore that 
local authorities shall be empowered to give, at their discretion, financial assistance 
for providing or improving road passenger transport for the benefit of rural areas 
and the people living in them. The Minister of Transport wiU be empowered to 
contribute towards the costs incurred by local authorities in giving such financial 
assistance. General criteria for assessing assistance will be worked out in con- 
sultation with the local authorities.” 
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6.38 Presumably, this paragraph sets out a general principle which could if 
necessary be applied to shipping as well as to rural bus services. It is doubtful if any 
Highland local authority could afford such a degree of support as would make an 
appreciable difference to charges of the main shipping services, but the Board believe 
this principle is entirely sound and could usefully be applied to minor ferry services 
to small communities. The Board accordingly recommend that any Exchequer assist- 
ance to local services of this kind — whether by means of capital grant, loan, direct 
operating subsidy or assistance from a larger subsidised operator — should be con- 
ditional on a measure of assistance by the local authority, which is in the best position 
to judge the need for and adequacy of the service. In general, the charges on these 
services should be subject to the broad yardstick of mainland comparison recom- 
mended in paragraph 6.25; but if any local authority wishes to see the charges set 
at an even lower level, there seems no strong reason why they should not increase 
the amount of the subsidy from the rates. 



Matters under Consideration 

6.39 The Board have continued to give advice on Highland transport questions 
up to and including their last meeting. Reference is made to a number of matters 
which were still the subject of consideration or consultation at that date. 

Railways 

6.40 The Board were in consultation with British Rail about their decision to 
re-route certain freight traffic from the Western Isles via Kyle of Lochalsh instead of 
via Mallaig. 

Roads 

6.41 The Board referred in paragraph 3.60 to the classification of certain roads 
as principal roads which is being carried out by the Scottish Development Department 
in consultation with local authorities. This is a matter which, in the opinion of the 
Board, should also be looked at from the regional point of view. 

Sea Smices and Ferries 

6.42 The Board maintained a continuous liaison with MacBraynes and the North 
Company about the services they provide. Reference is made in paragraphs 4.160-166 
to matters relating to small ferries which were still under review. Consultation with 
the C.S.P.C. about the vehicle ferry between Kyle of Lochalsh and Kyleakin was in 
progress — see paragraphs 4.151-156. 

Air Services 

6.43 Similarly, the Board have maintained a continuing liaison with B.E.A. about 
their services. The time is now opportune for further discussions with B.E.A. about 
future timetables and the possibility of further improvements in air services. 

Transport Co-ordination 

6.44 The Board have kept in touch with the work of the Co-ordinating Committee 
mentioned in paragraph 6.7. 

6.45 The Board refer to these matters in order that they may be taken into account 
when arrangements are made to ensure continuity of advice on Highland transport. 
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Advice about Highland Transport 



6.46 Tlie Board were appointed in 1963 as transport advisers to the Secretary of 
State following the report of the Highland Transport Enquiry, Transport Services 
in the Highlands and Islands. They have considered whether, in their experience, 
there remains a need for such advice covering transport by land, sea and air. 

The Structure of Highland Transport 

6.47 The development of any transport system is an evolutionary process and, 
where there is strong competition among transport operators, a system wiE tend to 
adapt itseE to meet changing transport needs and new situations. In the Highlands 
and Islands, however, there is in general insufficient traffic to support a large number 
of transport operators. As shown in Appendix I, the number of operators of transport 
on the main arterial routes in the area is relatively smaU. The bulk of the transport 
services is provided by nationalised industries and/or grant-aided operators. In such 
a situation there is some danger of avoidable overlapping of services, uneconomic 
and inefficient operation and inertia if the system is not continuaUy reviewed. 



New Ideas 

6.48 Ideas for improving the Highland transport system may emerge in a number 
of ways. They may, for instance, come from users of the services, transport operators, 
local authorities and government departments. The Board have sought to interest 
operators in new ideas. On their suggestion, representatives of MacBraynes and the 
North Company have visited Norway to study Norwegian vehicle ferry operations. 
These visits have proved extremely valuable at this juncture when major changes in 
sea transport services are being considered. It is desirable, having regard to the structure 
of transport in the Highlands and the financial interest of the Government as regards 
both capital expenditure and operating assistance, that the full implication of new 
ideas should be carefuUy studied. With this in mind, the Board have sought during 
their term of office to keep abreast of aU developments and new ideas with relevance 
to Highland transport. 



Consultation with Operators 

6.49 At the outset, some transport operators in the Highlands and Islands may 
have been sceptical as to the need for an organisation like the Board. The Board 
hope that any such scepticism may have been dispeUed as a result of the frank and 
fuU discussions they have had with operators on matters of mutual concern. The 
Board have had co-operation not only from the nationalised and grant-assisted 
operators, but also from private operators. On a number of occasions following con- 
sultations with the Board, operators have adjusted their services to effect improve- 
ments. 



The Need for a Continuing Review 

6.50 The Board have kept under review the transport needs of the Highlands and 
Islands for three years and hope they have gauged these needs accurately at the end 
of 1966. But it is strongly emphasised that these needs are bound to vary as time 
passes, particularly in view of the appointment of the H.I.D.B., established with 
wide powers and given the function of preparing, concerting, promoting, assisting 
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and undertaking measures for the economic and social development of the area. Just 
as the transport needs will vary with the passage of time, so will the most economical 
and practical ways of meeting those needs adequately and efficiently, especially in an 
age of rapid advance in the forms of transport serving the area. The Board therefore 
recommend that whatever the future shape of Government organisation in the High- 
lands and Islands, it should include a body charged with the same sort of duties as 
the Board were given by the Secretary of State when they were appointed in 1963. 
They believe that such a body is especially needed in the Highlands and Islands, 
where nearly every form of transport is either subsidised directly by the Government 
or is dependent for its efficiency on the sensible spending of Government money. 



Appreciation 

6.51 The Board wish to express their special sense of obligation to the Secretaries, 
first Mr. H. G. Robertson and later Mr. G. S. Murray, and to Mr. W. J. Gunkel, the 
Assistant Secretary, and the Secretarial Staff. They are also deeply conscious of their 
indebtedness to the Assessors from the Department of Agriculture and Fisheries for 
Scotland, Mr. W. W. Gauld and Mr. J. A. M. Mitchell, and their assistant Mr. H. 
McNamara, who have worked with them in the past three years and whose experience 
and assistance have been invaluable. The Board wish to commend especially the 
competence and enthusiasm with which they have all entered into every aspect of the 
work, and the admirable good sense of their advice. The Board have been remarkably 
well served and they record their grateful thanks. 
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7. Summary of Recommendations 



Previous Recommendations 

7. 1 The following recommendations were made by the Board on various earlier 
dates before the submission of this report. 



Railways 

7.2 Consent should not be given to the withdrawal of all passenger services from 
the Invemess-Wick/Thurso and Dingwall-Kyle of Lochalsh lines and of local services 
from the Fort William-Mallaig line, although certain stations could be closed 
(Appendix II, paragraphs 1-4 and 10). 

7.3 The future of the Dingwall-Kyle of Lochalsh line should be reconsidered 
only if there were considerable changes including, in particular, road improvements 
(Appendix II, paragraph 3). 

7.4 Consent should be given to the withdrawal of passenger services from the 
Glasgow-Stirling-Crianlarich-Oban line ; from certain stations on the Perth-Aviemore 
-Inverness line; and (subject to co-ordination of bus and train services) from the 
Aviemore-Craigellachie-Elgin/Keith line and the Aviemore-Forres (via Dava Moor)- 
Elgin/Invemess line (Appendix II, paragraphs 6, 8, 12 and 16). 

7.5 Consent should be given to the withdrawal of passenger services on the Oban- 
Connel Ferry-Ballachulish line, subject to the ownership of two rail bridges being 
transferred to the Secretary of State and the carrying out of road improvements 
(Appendix II, paragraph 14). 



Bqs Services 

7.6 Education authorities should award school contracts to the stage carriage 
bus operators subject to suitable safeguards (paragraph 3.9). 

7.7 Education authorities should include in school bus contracts with stage 
carriage operators a standard condition allowing fare paying passengers to be carried 
subject to the interests of the children not being prejudiced (paragraph 3.10). 

7.8 Consideration should be given to the carriage in buses of more and larger 
parcels over longer distances (paragraph 3.11). 

7.9 Where practicable, mail contracts should be awarded to the stage carriage 
bus operator paragraph 3.12). 

7.10 Consideration should be given to the possibility of allowing passengers to 
be carried in mail vans where there is no stage carriage service (paragraph 3.13). 

7.11 More publicity should be given to announcements made at public hearings 
by the Trafi&c Commissioners on matters of common interest to bus operators 
(paragraph 3.14). 
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7.12 Bus operators in the Highlands and Islands should be encouraged to join an 
association of bus operators (paragraph 3.14). 

7.13 Direct subsidy of rural bus services should be considered only for routes 
certified essential by the county council, and then only if all possible ways of helping 
the operators concerned have been given a thorough trial and the council is prepared 
to meet part of the subsidy (paragraphs 3.15-16). 

7.14 The question of meeting special cases of hardship following the withdrawal 
of a rural bus service should be left to voluntary local initiative (paragraph 3.19). 



Sea Services 

7.15 The Orkney Islands Shipping Company Limited (O.I.S.C.) should investigate 
the possibility of providing Rousay, Egilsay and Wyre with a service by landing craft, 
or similar vehicle carrying vessel, from Tingwall (paragraph 4.62). 

7.16 If there should be a need for a subsidy for services to Shapinsay, it should 
be given through the O.I.S.C. (paragraph 4.63). 

7.17 Consent should not be given to proposals by the Caledonian Steam Packet 
Company Limited (C.S.P.C.) for the operation of the Holy Loch service by a private 
operator using smaller vessels (paragraph 4.121). 

7.18 Consideration should be given to the use of a vessel similar in si 2 e to the 
Loch Arkaig for^e Holy Loch service (paragraph 4.122). 

7.19 A reduction by the C.S.P.C. of frequencies on summer sailings to Campbel- 
town, Inveraray and Tighnabruaich should not be opposed (paragraph 4.127). 



Small Ferry Services 

7.20 A feasibility study should be made of types and costs of landing craft and 
terminals (paragraph 4.140). 

7.21 David MacBrayne Limited (MacBraynes) should consider whether there is 
justification for continuing the Glenfinnan-Acharacle service (paragraph 4.149(1)). 

7.22 MacBraynes should consider whether the operating costs of the Toscaig 
(Applecross)-Kyle of Lochalsh-Kylerhea mail service can be reduced (paragraph 
4.149(2)). 

7.23 Cromarty Town Council should be asked to explore with Invergorden Joint 
Ferry Committee the possibility of rationalising the Invergordon-Balblair and 
Cromarty-Invergordon/Nigg services (paragraph 4.149(3) ). 



Canals 

7.24 Tlie Caledonian and Crinan Canals should continue to be kept open to 
navigation and managed by the British Waterways Board (paragraph 4.177). 



Air Services 

7.25 The proposal by British European Airways (B.E.A.) to use an All-Viscount 
fleet should be adopted and the runways in Islay, Orkney and Shetland extended in 
1966 (paragraph 5.22). 

7.26 Consideration should be given to further lengthening of runways in Islay, 
Orkney and Shetland (Appendix XIX, paragraph 5(b ) ). 
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7.27 Inverness and Wick airfields should be staffed and operated to enable air 
services to be improved by the introduction of early-morning late-evening services 
(paragraph 5.26). 

7.28 A new air service between the North Isles of Orkney and Kirkwall should be 
provided by the O.I.S.C. (paragraph 5.29). 

7.29 An airstrip should be constructed by the Royal Engineers at Fort William 
(paragraph 5.34). 



New Recommendations 

7.30 The following new recommendations are made in this report. 



Railways 

7.31 The Perth-Aviemore-Inverness, Invemess-Wick/Thurso, Crianlarich-Fort 
William and Crianlarich-Oban lines should remain in operation (paragraphs 2.8, 
2.9, 2.11 and 2.12). 

7.32 When the A.87(T) Invergarry-Kyle of Lochalsh road has been sufficiently 
improved, consideration should be given to whether the Dingwall-Kyle of Lochalsh 
line should be closed (paragraph 2.10). 

7.33 When the A.830(T) road from Lochy Bridge to Mallaig has been sufficiently 
improved, consideration should be given to whether the Fort William-Mallaig line 
should be closed (paragraph 2.13). 

7.34 British Rail should be invited to study the possibility of extending the freight- 
liner system to Inverness (paragraph 2.16). 



Bus Services 

7.35 Operators should be invited to put forward proposals for the provision of 
long distance bus services in the Highlands and Islands (paragraph 3.7). 



Roads 

7.36 The arterial road improvements listed in Table (i) should be started before 
1970 and completed, if possible, before 1975 (paragraph 3.48). 

7.37 The necessary additional finance for the construction of the roads required 
for the overland route to Islay should be provided outwith the county road programme 
funds (paragraph 4.101). 

7.38 The routes listed in Appendix VIII should be brought up to modern standards 
as soon as possible, with the general aim of completing the programme not later than 
1980 (paragraph 3.50). 

7.39 The annual Exchequer contribution to the township roads programme 
should be raised to about £500,000 a year (paragraph 3.55). 

7.40 No more new roads should be constructed out of public funds at the present 
time (paragraph 3.57). 

7.41 Carriageways of 24 feet should not be provided meantime on Highland 
roads except where the traffic is exceptionally heavy (paragraph 3.59). 
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7.42 Consulting engineers should be employed more frequently if the shortage of 
civil engineering staff employed in planning road improvements and pier works 
cannot be overcome (paragraph 3.64). 

Sea Services 

7.43 The possibility of introducing vehicle ferries should be closely considered 
when new sea transport services are planned (paragraph 4.17). 

7.44 A Pentland Firth vehicle ferry crossing should be the subject of a compre- 
hensive study (paragraph 4.29). 

7.45 Study should be made of the improvement of sea transport services to 
Shetland by the development of containerisation and perhaps, ultimately, the intro- 
duction of vehicle ferries (paragraph 4.30). 

7.46 The North of Scotland, Orkney and Shetland Shipping Co. Ltd. (the North 
Company) should be consulted about their plans for the future of their services and 
the carrying out of the studies which the Board have recommended (paragraph 4.31). 

7.47 The North Isles of Shetland should be served by vehicle ferries on the over- 
land route and the Out Skerries by a fishing vessel suitably adapted (paragraph 4.49). 

7.48 The North Company should be invited to operate the vehicle ferries and 
provide a trunk road haulage service on the overland route to the North Isles of 
Shetland (paragraph 4.52). 

7.49 Financial assistance should be made available to Zetland County Council 
to enable the necessary ferry terminals to be provided for the overland route to the 
North Isles of Shetland (paragraph 4.52). 

7.50 The O.LS.C. should investigate the possibility of introducing vehicle ferries 
to the North Isles of Orkney (paragraph 4.61). 

7.51 An investigation should be made of the possibilities of serving Hoy by the 
short sea crossing to the north end of the island, calling at Graemsay, and of developing 
an overland route service round the South Isles of Orkney (paragraph 4.65). 

7.52 One of the North Isles of Orkney ships should be so designed as to be inter- 
changeable with the South Isles of Orkney ship (paragraph 4.66). 

7.53 The Loch Seaforth should for the present continue to provide a direct con- 
nection between Stornoway, Kyle of Lochalsh and Mallaig (paragraph 4.79). 

7.54 A new major vehicle ferry service should be provided between Castlebay, 
Lochboisdale and Mallaig for three days a week, and the existing service by the 
Claymore connecting Barra and South Uist with Oban withdrawn (paragraph 4.80). 

7.55 The Mallaig-Annadale route should be operated by a Norwegian type 
vehicle ferry (paragraph 4.81). 

7.56 The Clansman should operate on the Lochmaddy-Uig route on three days a 
week if the traffic justifies it (paragraph 4.82). 

7.57 MacBraynes should consider introducing Norwegian type vehicle ferries on 
the Oban-Craignure-Loch^ine service (paragraph 4.83). 

7. 58 Coll and Tiree should continue to be served from Oban either by the Claymore 
or by the Columba (paragraph 4.84). 
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7.59 The Loch Arkaig should be offered to the C.S.P.C. for the Holy Lodi service 
if MacBraynes can replace her with a more suitable vessel for the Small Isles (paragraph 
4.86). 

7.60 Consideration should be given by MacBraynes to the improvement of their 
cargo service by containerisation and the use of modern handling cargo equipment 
(paragraph 4.87). 

7.61 A start should be made with the construction of the terminals, vessels and 
roads required for the overland route to Islay, Jura, Colonsay and Gigha, unless 
the current re-examination being carried out by MacBraynes produces some new 
factor which radically alters the position (paragraph 4.109). 

7.62 The cargo service from Glasgow to Islay, Jura, Colonsay and Gigha should 
be continued for as long as it attracts a reasonable amount of traffic (paragraph 4.11 1). 

7.63 Gigha should be served from Tayinloan by a vehicle ferry of the landing 
craft type if the outcome of the landing craft study is satisfactory (paragraph 4.112). 

7.64 MacBraynes should explore with other operators the possibility of providing 
an interim vehicle ferry link to Tighnabruaich from either Colintraive or Rothesay 
(paragraph 4.130). 

7.65 The Ardrishaig Mail Service should be withdrawn if Tighnabruaich can be 
connected to Colintraive or Rothesay (paragraph 4.131). 



Small Ferry Services 

7.66 All vessels carrying passengers (including ferries and similar private hire and 
mail contract services) plying for hire or reward should be subject to certification and 
regular inspection; operated by competent personnel; and provided with life-saving 
equipment and suitable covered accommodation for passengers (paragraph 4.143). 

7.67 The study begun by the Board of the administrative provisions governing 
the regulation and control of ferries should be completed (paragraph 4.144). 

7.68 One of the Secretary of State’s departments should provide ferry operators 
and local authorities vwth up-to-date information and advice on ferry vessels and 
terminals (paragraph 4.145). 

7.69 The need for individual ferries and the possibility of rationalising services 
should be kept under review (paragraph 4.146). 

7.70 The Transit of Animals Order of 1927 should be revised to permit, expressly, 
the carriage of animals on floats aboard vessels whether on ferry journeys or otherwise 
Q)aragraph 4.148). 

7.71 Consultations with the C.S.P.C. about improving the Kyle of Lochalsh- 
Kyleakin ferry should be continued and an urgent study of the type of ferry vessel 
and the jetty requirements should be put in hand (paragraph 4.155). 

7.72 Consideration should be given to the provision of a small vehicle ferry for 
the Fionnphort (Mull)-Iona service (paragraph 4.157). 

7.73 Consideration should be given to the replacement of the two services to 

Lismore by a small vehicle ferry operating between Port Appin and Lismore and the 
provision of a road passenger transport connection (paragraph 4.158). . 
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7,74 Consideration should be given to the provision of regular services on the 
Ludac (South Uist)-Haun (Eriskay)-Eoligarry (Barra), Castlebay (Barra)~Vatersay, 
Newton (North Uist)-Benieray-Harris and Sconser (Skye)-Raasay routes using 
vehicle ferries of the landing craft type (paragraph 4.159). 



Piers and Harbours 

7.75 The pier building programme should be concentrated during the next few 
years mainly on the construction of the terminals required for the vehicle ferry services 
recommended in this report (paragraph 4.168). 

7.76 The normal rate of Exchequer grant for pier and harbour works should be 
maintained at 75 per cent, but varied, if necessary, to meet exceptional circumstances 
(paragraph 4.171). 

7.77 Harbour authorities should be invited to review facilities on piers and carry 
out any necessary improvements as soon as possible (paragraph 4.172), 

7.78 The legislation on piers and harbours should be the subject of a comprehensive 
review (paragraph 4.173). 

7.79 The procedure under which the Secretary of State may authorise pier and 
harbour works costing under £25,000 should be extended to cover all works costing 
less than £100,000 (paragraph 4.173). 



Air Services 

7.80 The Board of Trade should draw up a programme of airstrip construction 
and offer grant for this purpose to any local authority if the project cannot be carried 
out at reduced cost by the Royal Engineers (paragraph 5.34). 



General Questions 

7.81 The Scottish Economic Planning Council and the Highlands and Islands 
Development Board (H.I.D.B.) should be associated with the work of the committee 
for passenger transport co-or^nation in the Highlands and Islands, and the com- 
mittee’s membership should be extended to include a representative of the North 
Company paragraph 6.7). 

7.82 Account should be taken of the special needs of the Highlands and Islands 
in working out the detailed arrangements for the proposed new national freight 
organisation (paragraph 6.8). 

7.83 The H.I.D.B. should discuss with MacBraynes and the North Company the 
question of establishing machinery for handling complaints about sea services 
paragraph 6.11). 

7.84 The yardstick of mainland comparison should be adopted as the primary 
criterion for deciding the need for subsidy to shipping companies and the general 
level of charges to remote islands (paragraph 6.25). 

7.85 Subsidies should be introduced or increased as necessary to reduce the trans- 
port charges between the North Isles of Orkney and Kirkwall; the North Isles of 
Shetland and Lerwick; and Orkney and Shetland and the mainland (paragraph 6.32). 

7.86 At least half of the profits or losses of a subsidised shipping company 
should, wherever possible, be received or borne by the operator (paragraph 6.34), 
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7.87 When it is necessary to assist a small ferry operator consideration should be 
given to whether a capital grant and/or a loan will meet the case (paragraph 6.35). 

7.88 Exchequer assistance to local ferry services should be conditional on a 
measure of assistance from the local authority (paragraph 6.38). 

7.89 Transport questions in the Highlands and Islands should continue to be 
dealt with by a body charged with the same sort of duties as the Board (paragraph 
6.50). 



{Signed) R. H. W. Bruce {Chairman) 

„ James Amos 

„ Bernard Boxall 

„ David Currie 

„ Iain Hilleary 

„ J. A. Keyden 

j J. C. Robertson 



G. S. Murray, {Secretary). 

W. J. Gunkel, {Assistant Secretary). 
19th January, 1967. 
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APPENDIX t 



List of Local Authorities, Transport Operators, Other Organ- 
isations and Individuals who have been consulted 

LOCAL AUTHORITIES, COMPANIES, OTHER ORGANISATIONS AND INDIVIDUALS 



Local Authorities 
Argyll County Council 
Barra District Council 
Caithness County Council 
Harris District Council 
Inverness County Council 
Islay District Council 
Jura District Council 
Lewis District Council 
Lochaber District Council 

Companies and Other Organisations 
Appin Special Committee 
Associated Industrial Consultants Ltd. 
Automobile Association 
Ballachulish Branch Rail Users 
Blencowe Lime Company Ltd. 

Coastal Craft Ltd. 

Crofters Commission 
Harris Council of Social Service 
Highlands and Islands Development Board 
Islay Transport Users’ Committee 
Maitech Consultants Ltd. 

National Farmers’ Union of Scotland 
National Farmers’ Union of Scotland 
(Shetland Branch) 

North of Scotland Transport Conference 

Individuals 

M. B. Baggallay (General Manager Annat Pulp 
MiU) 

Professor M. Gaskin, D.F.C., M.A. (Aberdeen 
University) 

James Kirkl^d 

TRANSPORT OPERATORS 
Shipping Services 
Messrs. Bremner & Company 
Caledonian Steam Packet Company Ltd. 

Clyde Hover Ferries Ltd. 

Coast Lines Ltd, 

Wm. Dennison (Shapinsay) Ltd. 

Eilean Sea Services Ltd. 

Elwick Bay Shipping Company Ltd. 



Lochbroom District Council 
North Uist District Coundl 
Orkney County Council 
Ross and Cromarty County Council 
Skye District Council 
South Uist District Coimcil 
Stornoway Town Council 
Sutherland County Coimcil 
Zetland County Council 



North Uist Branch of the Western Isles 
Crofters’ Union 

Passenger Vehide Operators Association Ltd. 

Public Transport Association 

Road Haulage Assodation 

Royal Automobile Club 

Royal Scottish Automobile Club 

Messrs. Alex. Sandison & Sons 

Scottish Council (Devdopment and Industry) 

Scottish Road Passenger Transport Assodation 

Shetland Chamber of Commerce 

Stornoway Pier and Harbour Commission 

Thames l^imdi Works Ltd. 

Traders* Road Transport Assodaticm 



K. H. Opp^aard 
Colonel S. P. Robertson 
J. M. Rollo, O.B.E., B.Sc. 
W. I. Tait 

Sir John Toothill, C.B.E. 



*David MacBrayne Ltd. 

♦North of Scotland, Orkney and Shetland 
Shipping Company Ltd. 

Orkney Islands Shipping Company Ltd. 
Transport Holding Company 
Ullapool-Stomoway Ferries Ltd. 
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Ferry and Boat Hire Services 


Ballachulish (South) — 


Ballachulish (North) 


Bonawe — 


Taynuilt 


Camusnagaul — 


Fort William 


Colintraive — 


Rhubodach 


Corran — 


Ardgour 


Cuan (Sell) — 


Luing 


Ellenbeich — 


Easdale 


Feolin (Jura) — 


Port Askaig (Islay) 


Fionnphort (Mull) — 


Iona 


Oban — 


Kerrera 


Port Appin — 


Lismore 


Tayinloan — 


Ardminisfa (Gigba) 


Ulva Ferry (Mull) — 


Ulva 


Acharacle — 


Glenfinnan 


Castlebay (Barra) — 


Vatersay 


Kessock (South) — 


Kessock (North) 


Kyle of Lochalsh — 


Kyleakin 


Kyle of Lochalsh — 


Kylerhea 


Kyle of Lochalsh — 


Toscaig (Applecross) 


Canals 




British Waterways Board 




Air Services 




•British European Airways 


Loganair Ltd. 





Ludac (S. Uist) 


— 


Eoligarry (Barra) 


Ludac (S. Uist) 


— 


Haun (Eriskay) 


Newton (N. Uist) 


— 


Berneray 


Sconser (Skye) 


— 


Raasay 


Kirkwall 


_ 


Shapinsay 


Tingwall 


— 


Rousay 


Tingwall 


— 


Wyre 


Cromarty 


— 


Invergorden 


Cromarty 


— 


Nigg 


Domie 


— 


Totaig 


Invergorden 


— 


Balblair 


North Strome 


— 


South Strome 


Ullapool 


— 


Altnaharrie 


Bressay 





Lerwick 


Gutcher (N. Yell) 


— 


Belmont (Unst) 


Tofts Voe 


— 


Ulsta (S. Yell) 


Keoldale (Durness) 


— 


Cape Wrath 


Kylesku 

Railways 
•British Railways 




Kylestrome 


Road Services 


•British Road Services 




•David MacBrayne Ltd. 





Bus Services 

*David MacBrayne Ltd. 

*Highland Omnibuses Ltd! 

*Scottish Bus Group Ltd. 

*Transport Holding Company 

M^srs. Cadzow Brothers, Isle of Luing, Argyll 
Robert N. Carmichael, Tobermory, Mull 
P. Carson, Dunvegan, Skye 
Cowal Motor Services Ltd., and Alex Baird Ltd., 
Dunoon 

A. J. Eunson, Virkie, Shetland 

K. Firth, Blue Star Garage, Stromness, Orkney 
Galson-Stomoway Motor Services Ltd., 

Stornoway 

L. A. Garrioch, Lerwick, Shetland 
Messrs. Georgeson & Moore, Scalloway, 

Shetland 

Gold Line Motors Ltd., Dunoon 
J. A. Harvey, Evie, Orkney 
Hebridean Transport Ltd., Stornoway 
Messrs. J. G. Hunter & Sons. Baltasound, 
Shetland 

Messrs. Irvine Brothers, Dunrossness, Shetland 

P. Isbister, Walls, Shetland 

L. G. Jamieson, Cullivoe, Shetland 

Messrs. J. Johnson & Sons, Scalloway, Shetland 

W. Laughton, Deemess, Orkney 

J. W. Laurenson, Haroldswick, Shetland 

Messrs. J. Leask & Son, Lerwick, Shetland 

A. J. Leslie (J. W. Johnston), Lerwick, Shetland 

Messrs. J. &. J Leslie, Virkie, Shetland 



Lochs Motor Transport Ltd., Lochs, Lewis 
Angus J. McColl, Salen, Mull 
A. & P. McCormachie Ltd., Campbeltown 
T. F. MacDonald, Lochboisdale, South Uist 
Messrs. McDonald & McLellan, Ardrishaig and 
Lochgilphead 

Messrs. A. MacEachern & Son, Tarbert 
A. MacIntyre, Castlebay, Barra 
L. MacKinnon, Broadford, Skye 
Messrs. Malcolm McLachlan & Son, Tayvallich 
A. MacLeod, South Duntulm, Skye 
Messrs. M. & A. Macphie, Dunvegan, Skye 
Messrs. Manson Brothers, Brae, Shetland 
Trustees of T. R. Manson, Lerwick, Shetland 
John Mitchell (Stornoway) Ltd., Stornoway 
William Montgomery & Sons Ltd., Strachur 
J. Morrison, Leverbur^, Harris 
J. D. Peace, St. Margaret’s Hope, Orkney 
J. Peterson, Ollaberry, Shetland 
Sandwick Transport Company Ltd., Sandwick, 
Shetland 

William L. O. Smith, Easdale, Argyll 
Messrs. L. F. Stewart & Sons, Taynuilt 
W. J. Sutherland, Portree, Skye 
TheSutherlandTransportandTrading Company 
Ltd., Lairg, Sutherland 
Messrs. Tait & Park, Stromness, Orkney 
J. Watt, Reawick, Shetland 
Western Lewis Coaches Ltd., Stornoway 
G. W. N. Williamson, Bridge of Walls, Shetland. 
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APPENDIX II 



Synopsis of Advice on Railway Closures 



Inverness-Wick/Thurso 

1. In an interim report (Annex IIA) which 
was submitted on 3rd April 1964, the Board 
recommended against the closing of this line and 
stated that they did not regard the proposed 
bus services as adequate alternative passenger 
services; the air service was not a practical 
alternative; and the roads were below the 
standard required to carry the passenger and 
freight traffics that would be transferred to 
them if the railway line were closed. 

2. After the Minister of Transport refused to 
give his consent to the closure of the line, the 
Board recommended that consent be givra to 
the proposed closure of the little used stations 
and halts at Invershin, Saltzcraggie, Kildonan, 
Borrobol and Hoy. The Board recommended 
that Forsinard should be retained as a request 
halt because, in their view, it would have been 
less expensive for British Rail to stop the train 
than to bear the cost of an unremuneralive bus 
service. In the event British Rail have not yet 
closed Forsinard or Kildonan, because they 
have been unable to comply with the Minister 
of Transport’s requirements for the provision 
of alternative bus services; and Invershin has 
been retained as a request halt following the 
withdrawal of the bus services which were to 
have provided the alternative transport services. 
The Board also recommended that Dunrobin 
should be retained as a private halt and trains 
now stop there at the beginning and end of 
school terms. 



Dingwall-Kyle of Lochalsh 

3. In their interim report the Board also 
recommended against the closure of this line. 
They were convinced that the roads between 
Inverness and Kyle were unsuitable for carrying, 
satisfactorily, any additional traffic. Accordin^y 
they recommended that the future of the line 
should be reconsidered only if there were 
considerable changes in the situation including, 
in particular, improvements to the roads on 
which alternative transport services would 
have to depend. By that time the pattern of 
traffic to the Western IsIm was expected to 
become clearer. 

H 



4. After the Minister refused to give his 
consent to the closure the Board recommended 
that consent be given to the proposed closure of 
the stations and halts at Achtem^, Glencarron 
and Duncraig. The last two have, however, 
been retained as private halts and trains are 
stopped by a spedal arrangement between 
British Rail and the County Council. 



Aviemore-Craigellachie-Elgiii/Keith 

5. The closure proposals falling within the 
Highland area were confined to the withdrawal 
of passenger and frei^t services and to the 
consequential closure of passei^r stations and 
halts at Nethy Bridge, Ballifurth Farm, and 
Grantown-on-Spey (East). 

6. After considering the special summer and 
winter tourist interests served by this line and 
the alternative arrangements which had been 
made for freight traffics (mainly distillery), the 
Board recommended that consent be given to 
the proposals provided co-ordination of bus 
and train services could be guaranteed. 



Avieinore-Forres (via Dava Moor)- 
Elgin/Iiveniess 

7. The closure proposals envisaged the with- 
drawal of all passenger trmns using the route 
via Dava Moor between Aviemore and 
Invemess/Elgin; the withdrawal of local 
passenger train services on the Naim-Forres- 
El^ section; the routing of Inveraess-Perth 
passenger trains via Carr Bridge, instead of via 
Forres; and the withdrawal of some freight 
services. 

8. The passenger services in the Hi^and area 
affected by the proposals were confined to the 
closure of stations at Boat of Garten, and 
Broomhill, and at Allanfeam, Dalcross and 
Gollanfield. After giving careful consideration 
to the special summer and winter tourist 
interests and to the arrangements being made by 
British Rail to provide alternative freight 
services, the Board concluded that in the Spey 
Valley, road transport could provide cheaper 
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and more flexible services than trains. Accor- 
dingly, on the understanding that co-ordination 
of bus and main line rail services would be 
guaranteed, the Board recoramended that 
consent be given to the closure proposals. 



Fort William-Mallaig 

9. Two passenger train services are operated 
from Mdlaig namely, local trains to Fort 
William and through trains to Glasgow. British 
Rail proposed the withdrawal of the local train 
service; the discontinuance of the calls made at 
Banavie and Locheilside Stations by the through 
train service and stops which were made by 
request; and thereafter the closure of Beasdale 
Unit. TThe rail frei^t services were scheduled 
to be retained. 

10. The Board recommended that Beasdale 
Halt and Locheilside should not be closed 
though they agreed that a case could be made 
out for the closure of Banavie. As regards the 
proposed withdrawal of the local service, the 
Board concluded that a late afternoon connec- 
tion between Fort William and Mallaig was 
essential and drew attention to the fact that the 
withdrawal of the 6,30 a.m. local train from 
Mallaig would create difiBculties for school- 
children — although these could be overcome 
by retiming the 7.55 a.m. through train. Having 
regard to the overall transport needs of the 
area, the Board concluded that the railway 
should be relied upon as the main form of 
transport until major improvements to the 
A.830CT) road had been completed and 
recommended against the withdrawal of the 
local train service, 



Perth-ATiemore-Invemess 

11. The withdrawal of local and other train 
services on the Dalnaspidal-Carr Bridge- 
Invemess section was proposed. In the Hi^land 
area, the proposals were confined to the 
withdrawal of passenger services at Dalwhinnie, 
Kincraig, Carr Bridge, Tomatin, Moy, Daviot 
and CuUoden Moor. 

12. The Board saw no objection to these pro- 
posals but recommended that Dalwhinnie and 
Kincraig be retained as request stops; that the 
bus service from Inverness be extended from 
Tomatin to Carr Bridge and the latter station 
retained as a request stop; and that Tomatin 
could be closed subject to the bus frequencies 
being adjusted to connect with main line trains, 

Oban-Connel Ferry-Ballachulish 

13. The withdrawal of all passenger and 
freight services and the closure of the Connel 



Ferry-Ballachulish line was proposed by 
British Rail. After inspecting the r^way line 
and the road that runs parallel to it, the Board 
concluded that the future transport needs of 
the Appin area could be met by improved road 
passenger and road haulage services. The 
closure proposals provided an opportunity for 
the Board to propose extinguishing the tolls at 
Connel Ferry Bridge and the bridge to be 
adapted for two-way road traffic; and the in- 
corporation of Creagan Rail Bridge into the 
road system — thus eliminating the detour round 
the head of Loch Creran. 

14. The Board recommended that the rail 
closure proposals should not be opposed, but 
that consent to closure should be conditional 
on the ownership of the rail bridges at Connel 
Ferry and Creagan being transferred to the 
Secretary of State so that both bridges could 
be incorporated in the A.828(T) road system 
and on certain sub-standard sections of the 
trunk road being improved by the spring of 
1967. 



Glasgow-Sdrling-Crianlarich-Oban 

15. The withdrawal of the Glasgow/Edinburgh 
-Stirling-Oban, Stirling-Oban and Stirling- 
Callander passenger train services and the 
closure of the railway line between Dunblane 
and Crianlarich was proposed. This formed 
part of British Rail’s plan to rationalise and to 
provide faster services between Glasgow and 
Oban by concentrating traffic over the former 
West Hi^land (Loch Lomondside) line. 
Within the Highland area the proposals were 
limited to the closure of three small stations 
and halts at Loch Awe, Falls of Cruachan and 
Ach-na-Cloich. 

16. In addition to considering the station 
closures the Board took other matters into 
account including, for example, Jhe extent to 
which access to Oban from the east, south-east 
and central Scotland would be affected by the 
closure of the Dunblane-Crianlarich section. 
They concluded that neither the closure of the 
stations nor the loss of cross country rail 
communications could justify opposing the 
closure proposals and accordingly recom- 
mended that consent be given thereto. 

17. The proposals would, however, have 
resulted in the discontinuation of a twice- 
weekly night train service from Glasgow which 
connected at Oban with MacBrayne’s Inner 
Islands mail steamer service to CoU, Tiree, 
Castlebay (Barra) and Lochboisdale (South 
Uist). On the Board’s suggestion, British Rail 
agreed to maintain this steamer connection by 
attaching a passenger coach at Glasgow to the 
night parcels train to Oban. 
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ANNEX !IA 



HIGHLAND TRANSPORT BOARD 

Interim Report on the proposed withdrawal of rail services from Inverness- Wick/Thurso 
and Invemess-Eyle of Lochalsh railways (sabmitted on 3rd April, 1964) 



PART l~INTRODUCnON 

1.1 This first report is an interim one on the 
proposals tabled by British Railways to 
withdraw passenger services from the Inver- 
ness-Wick/Thurso and Invemess-Kyle rail- 
ways, 

1.2 The Board have considered the closure 
proposals within the context of the broad needs 
of the Highlands for transport services, in 
accordance with their terms of reference. There 
are various factors affecting rail and other 
transport services in these areas to which the 
Board wish to devote further attention but 
they are satisfied that they already have enough 
information to support the recommendations 
in this interim report. 

1.3 In collecting this information the Board 
have had meetings with British Railways, road 
haulage and bus operators, MacBrayne’s, 
B.E.A., Highland County Councils and the 
North of Scotland Transport Conference. The 
Board have also seen the report prepared by 
the Advisory Panel on the Hi^ands and 
Islands as submitted to the Secretary of State. 

1.4 The central factor affecting the future of 
public passenger transport throughout Great 
Britain is the rapid increase in the use of 
private -cars. This, among other things, has 
already made the operation of public passenger 
services, by road and rail, unprofitable in many 
country districts, including the Hi ghlan d area 
north of a line from Inverness to Fort William. 
This process is expected to continue, and it may 
wdl follow that those public passenger trans- 
port services which are held to be essential for 
the welfare of these districts, can only be main- 
tained at a cost of steadily increasing losses 
which must be made good either by transfers 
from profits made by the operators on other 
services, or by subsidies. The exact point where 
the use of public transport becomes so slight 
that the maintenance of a service even as an 
insurance measure is no longer justified will 
always be difficult to decide, but there are 



already a number of country districts that have 
had no public transport for some years, and 
further withdrawals are obviously inevitable. 
The vital consideration for the social and 
economic welfare of the d^ricts affected is to 
see that the public services are not withdrawn 
prematurely. 

1.5 As already said, the one future develop- 
ment that can be forecast with confidence is the 
rapid increase in the use of private cars and to 
a less extent the development of other road 
traffic. This must, by itself, necessitate major 
improvements in the road system of the area. 
The Board have noted the standard system used 
for comparing traffic densities and road 
capacities. They are aware that from experience 
throughout the coiuitry the private car units 
system is found to be a useful, if imperfect, 
way of assessing congestion and determining 
priorities. But it appears to the Board that this 
system takes insufficient account of sub- 
standard features of roads such as narrow 
carriageways, weak verges, sharp bends and 
blind crests, all of which are common in the 
Highlands; furthermore they have grave 
doubts whether the system can be applied 
realistically to single-track roads. Long 
distances, difficult terrain, sparsity of popula- 
tion and limited traffic have in the past all 
combined to make costs of improvement high 
and degree of priority low. The Board feel that 
nothing short of a massive programme of road 
works aimed at converting all single-track 
main roads in the Highlands into two-lane 
roads as speedily as possible will provide a 
satisfactory basis for transport services in the 
future. Wltether the standard width of improved 
roads should be 18 ft., 20 ft., or 24 ft. is a 
technical matter depending on particular 
circumstances and the Board do not offer any 
view on this except to comment that 18 ft. may 
well be inadequate in view of the increasing 
width of velucles. But they place on record 
their view that in the li^t of the above needs 
the present financial allocation to Highland 
roads does not provide for speedy enough 
improvement. 
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1.6 The Board also wish to draw attention in 
this introductory section to the difficulty of 
planning for future transport needs without 
an up-to>date assessment of future economic 
development in the Highlands, expressed in the 
form of an overall plan. The Board accordingly 
welcome the studies at present being under- 
taken by the Scottish Development Group. 

PART 2— THE RAIL SERVICES TO 
WICK, THURSO AND KYLE 

Financial Position 

2.1 The Board have seen the Heads of Infor- 
mation prepared by British Railways, and also 
British Railways’ estimates of contributory 
passenger revenue accruing to the railway net- 
work from services on the above lines and of 
the proportion of this revenue that might be 
lost as a result of these closures. The Board 
have noted that on the basis of these figures 
there would be a net saving of approximately 
£33,000 a year on closure of passenger services 
on the Kyle line and approximately £6,000 on 
the Wick line. In the latter case, however, there 
would be a very substantial additional saving 
to British Railways if freight services, which on 
the information given are run at an annual loss 
of about £240,000, could also be withdrawn and 
the line completely closed. As British Railways 
have indicated that this would be their intention 
if the withdrawal of passenger services is ap- 
proved, the Board have therefore considered 
its implications. On the other hand the Board 
believe that British Railways would acknow- 
ledge that if the services are retained there is 
scope for achieving operating economies, 
though it is not likely that these could come 
near to wiping out the total loss. 

PART 3— INVERNESS-WICK/THURSO 
UNE 

Present Services 

3.1 Terminal traffic, i.e., between Inverness 
and either Wick or TTiurso, amounts to about 
half the total traffic (which is upwards of 200 
daily in each direction in winter and double 
that number in summer, with Saturday traffic 
in each case about twice as heavy). The re- 
mainder of the traffic is almost entirely con- 
centrated between Inverness and Brora. 
Passenger traffic rises to peak totals on a few 
occasions per year when the full capacity of the 
services is taken up. These services are also an 
important part of the nation-wide rail network 
for carrying parcels and mail. Finally the 
services provide an insurance against the 
irregularity of the air service and the disruption 
of road services by winter weather. 

Alternative Services 

3.2 Terminal traffic looks for a fast, comfort- 
able service with good connections with other 
services. British Railways’ endeavours to 



provide this have had to contend with com- 
petition from the private car and air services; 
the latter provide a significantly faster service 
though at present with poorer frequency, less 
reliability, and much greater cost (com- 
parative charges for a return ticket are: Wick- 
Invemess rail, ordinary return, 81s. (day return, 
45s.); bus, 39s. 2d.; air, 112s.). The Board 
regard air services as a potential alternative for 
terminal traffic only if greater frequency and 
regularity of service could be provided at more 
competitive fares; but the latter seems unlikely. 
Competition from bus services is not at present 
significaiat because they are slow and relatively 
infrequent. The Panel report (paragraph 25) 
asserts that a substitute bus service, to be 
adequate, should be “not appreciably longer 
than the summer rail service (4 hours)”. The 
service proposed by Highland Omnibuses as 
an alternative to the railway is in fact timed to 
take about 5^ hours to Wick (including a 20- 
minute stop). The Board do not think that, even 
with radical improvements to the 125 miles of 
road to Wick, a 4-hour service is a practical 
proposition; nor do they think that a journey 
of over 5 hours could be reasonably regarded 
as an adequate alternative to the 4-hour rail 
service. 

Parcels and Mails by Passenger Train 

3.3 Substantial quantities of parcels and mail 
are carried by passenger train on the line. The 
Board have noted local representations that the 
services are of importance for the forwarding 
of salmon and shell-fish and the conveyance of 
meat and small items of merchandise. The 
Board understand that British Railways are 
considering introducing a nation-wide “sun- 
dries” service by road. The Board have been 
informed about such services being operated in 
the Kintyre area, which has never been served 
by rail, and it is a reasonable inference that 
similar services could be operated satisfactorily 
to Wick and Thurso. It is likely, however, that 
charges for services by road would be higher 
than the present rail services; though it also 
seems that if the rail services are continued, 
charges on these will inevitably rise. 

Goods Services 

3.4 The total tonnage of goods consigned on 
the Wick/Thurso line in 1963 was approxi- 
mately 225,000 tons, of which 3I,0(X) tons were 
forwarded and 194,000 tons received. The goods 
forwarded were mostly livestock, seed potatoes 
and “ smalls ”. The goods received comprised 
mainly coal (60,000 tons), grain and malt 
(62,000 tons), fertilisers (15,000 tons), oil 
(15,000 tons) and “smalls” (12,000 tons). 
Two-thirds of the tonnage received were con- 
centrated between Inverness and Invergordon. 
British Railways are at present considering 
whether in the event of their getting approval 
to close passenger services, it would be to their 
financial advantage to handle all the above 
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traffic by road from a railhead at Inverness or 
elsewhere. Their present preference is for Inver- 
ness but their investigations are apparently far 
from complete. 

Coal Traffic: 

(1) Enquiries made by the Board show that, 
if the line were closed to freight services, it 
might be possible to develop the alternative 
means of transporting coal to Invergordon, 
Wick and Scrabster by sea, rather than to send 
it by road from the Inverness railhead. Sea 
transport to these ports might be within reach 
of present rates but road haulage either from 
these ports or the railhead to other coal depots 
at present served by the r^lway line would 
involve increased costs. This arises because the 
National Coal Board at present deliver coal 
for domestic use to all railway stations in the 
Highlands at a flat rate including transport. 
If this were to operate to Inverness only and the 
consumer had to pay for road delivery there- 
after there would be a substantial increase in 
delivered prices in most places other than those 
in the immediate neighbourhood of the ports 
mentioned. 

Grain: 

(2) It appears likely that grain traffic which 
is at present railed from Glasgow to the distillery 
at Invergordon at a rate of 2,000 tons a week 
would have to face higher costs if it had to be 
transhipped to road at Inverness. 

Livestock: 

(3) The Board have noted the Railways 
Board’s current policy of restricting their 
facilities for carrying livestock to major centres. 
This reflects not only the high costs of carrying 
this kind of traffic in small consignments and 
over short distances but also the substantial 
competition from road haulage, particularly 
for sheep. Dingwall, however, is a major live- 
stock centre using railway facilities both to the 
south and to Kyle, and it would be adversely 
affected by the closing of the line. 

Roads 

3.5 The main road access from Inverness to 
Wick and Thurso is the A.9. This is considerably 
shorter than the rml route because the railway 
detours via Lairg and Forsinard. There are also 
various short cuts available, e.g., between 
Inverness and Conon Bridge via Kessock 
Ferry; between Evanton and Bonar Bridge via 
the Struie Hill road; and between Latheron 
and Thurso by-passing Wick. The Board have 
seen an assessment by the Scottish Develop- 
ment Department (Roads Division) of the 
present degree of overloading (on the standard 
private car units system) on different parts of 
the road and of the degree of overloading that 
would result from transfer of all the rail traffic 
to road. Reference had already been made to 
the imperfections of this system. However, 



taking the system as it stands, there would be 
on closure of the Wick line a 42 per cent degree 
of overloading between Inverness and Dingwall 
and 25 per cent between Dingwall and Evanton. 
The Board take the view that before closure of 
the railway line could be seriously contemplated 
all sections of road from Novar Toll to Wick 
and Thurso, some parts of which are only 16' 
wide, should be brought up to standard — this 
applies particularly to the Struie Hill road and 
the section of road between Helmsdale and 
Latheron; and that the road between Inverness 
and Novar Toll which is heavily trafficked 
should be reconstructed to the appropriate 
standard. From estimates supplied by the 
Scottish Development Department it appears 
that a programme of general improvements on 
the lines indicated above would cost at least 
£5*5 millions. However, this estimate pre- 
supposes the use of certain sections of the rail- 
way line, without which the cost would be very 
much greater. It would be possible to contem- 
plate closure of the hne so as to make thwe 
sections available after all the other improve- 
ments had been carried out. In this way 
congestion due to road works and any adverse 
effect from the withdrawal of rail facilities 
could be reduced to a minim um. There is no 
provision in the present roads programme for 
improvements on this scale; their execution 
must depend on the allocation of extra funds, 
since it would be unreasonable to divert money 
from road projects higher in the priority list, 
and make other areas suffer for the sake of 
achieving closure of this railway line. 



Effect of Snow and Ice 

3.6 The Board have considered the arguments 
in favour of retention of rail services in view of 
their relative freedom from disruption by 
adverse weather conditions. All areas, and 
particularly islands, suffer periodical disruption 
of services on account of fog, ice, snow or 
storms, though seldom for lengthy periods, nor 
to such an extent as to have their economy 
adversely affected; in certain emergencies use 
has been made of helicopters, lifeboats and 
other means. The Board Mve noted the data 
in paragraph 12 of the Panel report showing 
the extent to which roads have been blocked by 
snow or made dangerous by ice in recent years. 
They recognise the discomfort and disquiet to 
passengers travelling in such conditions. The 
Highland Panel, however, expressed the view 
(paragraph 13) that the liability of roads to be 
affected by snow and ice is not in itself a valid 
argument against closing the railways, provided 
that adequate equipment for clearing ffie roads 
is available in advance. No guarantee could be 
given, or could be expected, that a road would 
be kept clear of snow and ice in all circum- 
stances; but the machinery now coming into 
use offers a greatly increased capacity for 
dealing with the kind of conditions normally 
met. 
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Effect on Existing Industry' and on Potential 
Indnstrial Development 

3.7 The Board received representations about 
the dependence of existing industry on rail 
services. To evaluate this adequately would 
involve detailed discussions with the companies 
concerned and road haulage operators, but in 
most cases they are inclined to regard these 
claims as exaggerated. They recognise, of 
course, that an industrial developer would look 
for a choice of transport systems and that some 
development might be inhibited by the lack of 
rail services. It has been suggested to the Board 
that the Dounreay reactor would never have 
been established there had rail services not been 
available to Thurso. If this is so, then railway 
services might be of importance for further 
developments of this kind. 



Goods Traffic 

4.4 The main traffics are as follows : 

Coal: 

(1) Besides 2,000 tons a year consigned to 
Garve (much of which goes on to Ullapool by 
road) there are about 2,000 tons a year to 
Strathcarron and Kyle. It seems probable that 
this could be adequately handled by road, 
though at extra cost. 

Milk: 

(2) At present 1,000 gallons a day, six days a 
week, is sent by rail from Dingwall to Storno- 
way via Kyle. It could, however, be sent by 
road via Tnvermoriston at no extra cost. 



Conclusion 



Livestock: 



3.8 The Board do not regard the proposed 
bus services as adequate alternative passenger 
services; they do not regard air services as a 
practical alternative at present; and they do 
not think that the roads are up to the standard 
required to carry the transferred passenger and 
freight traffic that would result from a decision 
to approve the withdrawal of passenger train 
services. Finally, they would regard any curtail- 
ment of rail facilities as ill-timed at present 
since the Scottish Development Group have 
just embarked on studies of the economic 
possibilities of the Highlands. 



PART 4— INVERNESS-KYLE LINE 
Present Smices 

4.1 The passenger traffic on this line is sub- 
stantially terminal traffic between Inverness 
and Kyle (much of it through traffic to Skye 
and the Outer Isles); there is some passenger 
traffic to and from Dingwall, however; and 
Garve, Achnasheen and Strathcarron are rail- 
heads for communities at Ullapool, Gairloch 
and Shieldaig. The number of passengers is 
approximately 200 per day in each direction in 
winter and double that number in summer. The 
passenger service is also used for parcels and 
mail traffic. 

Alternative Passenger Services 

4.2 Alternative road services between Inver- 
ness and Kyle have a choice of two roads — ^via 
Dingwall and Strome Ferry and via Inver- 
moriston. Bus operators have indicated their 
willingness to operate services by both routes 
on timings not much different from the train 
times. Their proposals are still before the 
Traffic Commissioners. 

Parcels and Mail Traffic 

4.3 A small thou^ important tonnage of 
goods is carried. The main need in a substitute 
service would be regularity. For fish traffic the 
service would need to have a flexible capacity. 



(3) About 700 cattle and 21,000 sheep a year 
are consigned by rail from Dingwall to Kyle 
en route for Stornoway, mostly for slaughter. 
In the opposite direction about 4,500 cattle 
and 5,000 sheep are consigned mainly to 
Dingwall. The former traffic is regular but the 
latter is seasonal. In addition to the above, 
about as many sheep again are at present 
conveyed by road. All the livestock could no 
doubt be carried by road via Kyle thou^ it 
would obviously be harder on the cattle. 

Other traffic: 

(4) About 700 tons of timber, some fertiliser 
and fish are carried by the Kyle line. But the 
main traffic is “ smalls ”, 7,500 tons, most of 
this being through traffic to the Isles. Some of 
this traffic may in future go by road and 
vehicle ferry. 



Connecting Services to the Outer Isles 
4.5 The Kyle railway line is at present part of 
the linking services between the east coast and 
the Isles, not only for much of the passenger 
traffic but also for most of the goods traffic. 
The direct air service between Inverness and 
Stornoway is important because of its speed 
and convenience but it is more expensive and 
has limited capacity (current fares are: rail 
and sea (ordinary return), 76s. lid.; air (return), 
I20s.). The future traffic pattern to the Isles will 
be affected mainly by four factors, viz. : 

(fl) the introduction of MacBrayne’s vehicle 
ferry services; 

(h) improvement of the roads to Mallaig, 
Kyle and Ullapool; 

(c) the future of the Kyle line; and 

(d) the need, in due course, to replace the 
Loch Seaforth. 

These factors are inter-related and, taken to- 
gether they suggest that it would be premature 
to close the Kyle line now. 
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Roads 

4.6 Both of the roads between Inverness and 
Kyle include long sections of single-track 
wliich are considerably overloaded. Current 
assessment of the degree of overloading that 
would follow closure of the railway are as 
follows: 

Invermoriston-Kyle . 118 per cent 

Garve-Achnasheen . 37 per cent 

4.7 The Invermoriston road is clearly in- 
adequate to take the place of the railway. It is 
now undergoing reconstruction which is 
expected to be completed in eight or nine years 
according to the current programme; the 
Board feel that this is too slow a rate of progress 
and that it should be materially accelerated. 
The Board are aware that a bus service (once 
a week in winter and twice a week in summer) 
already operates over this road in its present 
condition but they have no hesitation in saying 
that this road is unsatisfactory for a regular 
daily service. Furthermore the impact of the 
road works over the next few years make it 
highly unrealistic to regard this road as an 
adequate link until all the works are well 
advanced. When that stage is reached, however, 
it might be possible for the Kyle railway line 
to be closed in order that parts of the rail-bed 
on the south side of Loch Carron might then 
be used for a road to by-pass Strome Ferry. 

4.8 The road via Strome Ferry is also in the 
Board’s view at present inadequate for regular 
bus services on account of its narrow width, 
dangerous bends, and limited passing places. 
There is also a measure of overloading as 
indicated above, and the ferry at Strome only 
operates in dayH^t and not at all on Sunday 
nor in adverse weather conditions. 



Effect on ffie Kyle Community 

4.9 The Board have noted that the community 
of Kyle, munbering 600, has grown up around 
the rmlway and is still largely dependent on it. 
Althou^ it is not within their terms of 
reference the Board draw attention to the need 
for as long notice as possible to be given of a 
final decision to close the railway line and for 
appropriate steps to be taken for die provision 
of alternative employment in that event. 

Ctmdusions 

4.10 The Board are satisfied that adequate 
alternative bus services could not be provided 
between Inverness and Kyle by either of the 
available roads in their present condition. As 
indicated in paragraphs 4.5 and 4.7 above, 



however, the Board feel that the closure of the 
line should only be reconsidered when the roads 
have been improved by which time the traffic 
pattern to the Isles will also have become 
clearer. 

PART S— 

SUMMARY AND RECOMMENDATIONS 

Liveraess-Wick/Tbiirso Services 

5.1 (J) The proposed bus services between 
Wick and Thurso and Inverness are not 
adequate alternatives to the present rail 
passenger services. 

(2) The air services are not a practical 
alternative to the present rail services. 

(3) The roads are not up to the standard 
requir^ to carry the transferred passenger and 
freight traffic that would result from a dedsion 
to withdraw rail passenger services. 

(4) No radical changes in rail services 
should be made until the Scottish Development 
Group have completed their studies of the 
economic possibilities of the Kghlands. 

(5) The substitution of road haulage 
services for rail freight service may affect the 
prices of certain commodities and therefore the 
living and industrial costs in the area. 



Inveruess-Kyle Services 

5.2 (1) The pattern of traffic between the 
mainland and the Isles is at present fluid and 
depends on several inter-related factors which 
may affect the future of the Kyle line. 

(2) The roads between Inverness and 
Kyle are already overloaded and therefore in- 
capable of carrying satisfactorily any additional 
tr^c. 

(3) The current road programme of the 
Scottish Development Department indicates 
that adequate roads will not be available in 
less than eight or nine yeare. 

(4) An accelerated road programme in- 
volving an increased allocation of funds could 
reduce this time to perhaps six years. 

5.3 The Board therefore consider that the 
Invemess-Wick/Thurso and the Invemess- 
Kyle lines are both at present a necessary part of 
the transport system of their districts and should 
not be closed. They recommend that the future 
of these lines should be reconsidered only if 
there are considerable changes in the present 
situation including, in particular, improvements 
to the roads on which alternative transport 
services will largely have to depend. 
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APPENDIX m 



Highland Railway Statistics 

TRAFFICS 1963*65 



Traphcs 


Dingwall-Wick-Thurso 


Dingwall (Exc.)-Kyle of 
Lochalsh 




1963 


1964 


1965 


1963 


1964 


1965 


Freight (tons) 
Coal and Coke 


57,525 


42,963 


48,867 


3,888 


4,424 


3,437 


Iron and Steel 


2,052 


1,789 


1,524 


103 


89 


17 


Agriculture .... 


80,765 


97,944 


110,614 


3,353 


3,369 


1,415 


Food and Drink . 


7,129 


13,289 


13,956 


805 


— 


1,435 


Earth and Stone . 


610 


1 











400 


Chemicals .... 


25,626 


12,238 


8,745 


30 


8 


9 


Building Materials 


9,238 


2,253 


527 


738 


79 


2 


Petroleum Products 


14,986 


14,637 


15,669 


298 





339 


Miscellaneous 


8,554 


7,585 


3,941 


8,308 


8,907 


9,489 


Sundries .... 


15,259 


13,112 


12,348 


3,214 


5,138 


2,787 


Totals . 


221,744 


205,811 


216,191 


20,737 


22,014 


19,329 


Parcels (Nos.) .... 


409,865 


419,496 


397,625 


164,261 


181,443 


160,449 


Passengers .... 


62,454 


57,388 


59,070 


27,689 


26,834 


25,085 



Trafhcs 


Stanley Jct.-Inverness (Inc.) 


Dunblane-Oban 


1963 


1964 


1965 


1963 


1964 


1965 


Freight (tons) 














Coal and Coke 


82,288 


73,492 


73,766 


23,725 


25,725 


23,921 


Iron and Steel 


2,045 


3,388 


4,567 


1,469 


876 


732 


Agriculture .... 


29,332 


17,843 


28,432 


4,515 


1,984 


710 


Food and Drink . 


32,220 


29,220 


23,733 


763 


433 


554 


Earth and Stone . 


— 


4,641 


5,732 


22,214 


18,973 


481 


Chemicals .... 


9,557 


15,655 


15,768 


1,120 


6 


110 


Building Materials 


24,813 


63,974 


68,421 


40,978 


27,393 


13,662 


Petroleum Products 


7,786 


5,205 


8,965 


12,038 


13,552 


12,849 


Miscellaneous 


11,009 


7,801 


5,332 


8,872 


8,778 


13,223 


Sundries .... 


20,119 


14,321 


16,375 


8,337 


7,357 


8,260 


Totals . 


219,169 


235,540 


251,091 


124,031 


105,077 


74,502 


Parcels (Nos.) .... 


436,722 


473,806 


401,502 


124,961 


121,995 


99,559 


Passengers .... 


254,307 


256,145 


219,227 


123,662 


118,884 


102,975 
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Trafhcs 


Crunlarich (Exc.)-Oban 
including 

Ballachulish Branch 


Fort William (Exc.)- 
Mallaig 




1963 


1964 


1965 


1963 


1964 


1965 


Frhght (tons) 

Coal and Coke . 


15,985 


18,031 


15,821 


1,549 


1,908 


1,714 


Iron and Steel 


1,430 


810 


732 


307 


3,743 


30 


Agriculture .... 


4,074 


1,691 


276 


1,122 

162 


578 


141 


Food and Drink . 


763 


433 


554 


93 


— 


Earth and Stone . 


22,214 


18,973 


184 


— 


10 


— 


Chemicals .... 


1,120 


6 


110 


290 


541 


2,338 


Building Materials 


40,073 


27,393 


13,662 


281 


1,294 


15,380 


Petroleum Products 


12,038 


13,552 


12,849 


1,101 


1,816 


3,554 


Miscellaneous 


8,766 


8,741 


13,048 


1,241 


496 


1,555 


■ Sundries .... 


7,306 


6,479 


7,534 


2,551 


1,448 


603 


Totals . 


113,769 


96,109 


64,770 


8,604 


11,927 


25,315 


Parcels (Nos.) .... 


89,523 


91,888 


75,624 


34,923 


35,938 


32,643 


Passengers .... 


58,530 


53,838 


53,737 


41,513 


39,570 


33,502 



Trafhcs 


Craigendoran Jct.- 
Maixaig 




1963 


1964 


1965 


Freight (tons) 

Coal and Coke . 


27,324 


25,247 


24,699 


Iron and Steel 


985 


23,411 


22,162 


Agriculture .... 


6,328 


9,531 


656 


Food and Drink . 


4,332 


3,055 


90 


Earth and Stone . 


45,708 


46,806 


47,372 


Chemicals .... 


1,106 


552 


13,059 


Building Materials 


1,649 


1,970 


30,921 


Petroleum Products 


13,655 


16,788 


12,400 


Miscellaneous 


21,655 


2,807 


10,054 


Sundries .... 


6,275 


3,661 


4,466 


Totals . 


129,017 


133,828 


165,879 


Parcels (Nos.) .... 


89,019 


113,650 


92.337 


Passengers 


101,178 


93,770 


80,870 
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APPENDIX IV 



Rural Bus Services— Historical Development and Legislative 
Background 



1. Bus operators have over the past 40 years 
dealt with their own problems and it is to their 
credit that notwithstanding ever increasing 
operating costs, they have by their own eiforts 
and efiBciency throughout that period continued 
to provide adequate services and have done so 
from their own financial resources. Their 
difficulties have, however, increased over the 
past 10 years to such extent that, especially in 
the Highland area, they no longer feel able to 
continue the services’ present standard and 
frequency and now threaten to withdraw them. 

2. Various reports sponsored by the Govern- 
ment and others have dealt with this problem. 

These are as follows : 

(a) Village Bus, Ministry of Transport, 1956. 

(b) Rural Transport Problem in North- 
umberland, 1957, Rural County Council. 

(c) Report of the Committee on Rxual Bus 
Services (Jack Report) 1961. 

(d) Rural Bus Services in the Highlands and 
Islands, Highland Transport Inquiry, 
1961. 

(c) Report on the Rural Transport Problem 
in Wales (Cmnd. 1821). 

( f) Transport in the Highlands and Islands, 
W. Iain Skewis, 1962. 

(g) Rural Transport Problem, D. St. John 
Thomas, 1963. 

(h) Rural Bus Services, Rural Transport 
Surveys, Preliminary Results. 

(/) Rural Bus Services, Report of Local 
Inquiries, 1965. 

3. All are agreed that the problem is of con- 
siderable complexity and urgency. It is, how- 
ever, certainly not confined to ffie Hi^Iands 
and Islands only, or even to Scotland. It is a 
national problem. 

4. Rural transport problems are, of course, 
not new. They existed in the age of the pony 
and trap (or ev^ the farm cart) when in a less 
affluent age the farmer wmt to and from the 
market with perhaps only a single privileged 
employee accompanying him. Others who were 
less fortunate had to remain at home or, 
alternatively, travel many miles on foot in order 



to relieve the dull monotony of remaining 
where they were from one year’s end to 
another. 

5. With the introduction of the internal com- 
bustion engine which made bus services possible, 
the rural life of the community underwent a 
change in the 1920s. Soldiers returning from 
the First World War had noted the develop- 
ment of transport and immediately proceeded 
to acquire ex-army lorries to which they fitted 
both lorry and passenger-type bodies and 
what are now known as ‘stage carriage’ bus 
services were thus established. 

6. These vehicles were used separately as 
buses and lorries. Some, however, were 
operated as ‘dual purpose’ vehicles and thus 
carried passengers and goods simultaneously, 
a feature of operation which has diminished 
over recent years. 

7. In the following ten years the rural areas 
experienced what amounted to almost a 
complete social revolution when the uncon- 
trolled transport developed so rapidly that the 
Government of the day, in order to regulate 
road passenger transport, found it necessary to 
enact the Road Traffic Act of 1930. 

8. This Act set up 12 Traffic Areas with 
Traffic Commissioners in each, and all road 
passenger transport used for hire or reward 
became subject to control by the Traffic Com- 
missioners. In particular the Act made road 
passenger services plying for hire at separate 
fares subject to a road service licence under a 
public hearing and discretionary grant pro- 
cedure. There is a right of appeal to the Minister 
of Transport and there are certain exemptions 
for vehicles with less than eight seats. 

9. It is interesting to note that this Act came 
into operation in 1930, two years after the 
Railway Companies obtained statutory powers 
to operate buses on a national basis. From that 
date there has been considerable, though 
usually unrecognised, co-ordination of road 
and services throughout Great Britain. 
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10. The 1930 Act, as amended by the Road 
Traffic Act, 1960, governs road passenger 
operations and classifies them under the 
following headings: 

(fl) Stage carriage services— any destination 
at approved fares. 

(6) Express carriage services— fares not less 
th^ Is. single. 

(c) Contract carriage services — hire of the 
vehicle as a whole. 

11. The Road Traffic Act, 1960 (Section 
135(2)) requires the Traffic Commissioners, in 
exercising their discretion to grant or refuse a 
road service licence, to have regard to: 

(а) The suitability of the routes on which a 
service may be provided under the licence. 

(б) The extent, if any, to which the needs of 
the proposed routes or any of them are 
adequately served. 

(c) The extent to which the proposed service 
is necessary or desirable in the public 
interest. 

{d) The needs of the area as a whole in 
relation to traffic (including the provision 
of adequate, suitable and efficient 
services; the elimination of unnecessary 



services ; and the provision of unremuner- 
ative services) and the co-ordination of 
all forms of passenger transport in- 
cluding transport by rail. 

12. It is hardly surprising that after a period 
of 22 years the Minister of Transport, taking 
account erf the far reaching consequences of the 
Act’s application, appointed in 1952 a Com- 
mittee with the following terms of reference: 

“ In the light of present day conditions to 
enquire into the operation of the provisions 
of the Road Traffic Act, 1930, relating to the 
licensing of public road passenger services 
and to make recommendations.” 

The enquiry was presided over by Mr. Justice 
Th^iger and the Committee reached general 
agreement that the fundamental prindples and 
features of the system should be preserved. The 
Act had succeeded. Indeed, it had succeeded 
handsomely in achieving its objectives. 

13. In confirmation of the “Thesiger” 
findin gs it is interesting to note that responsible 
operators, far from seeking the elimination or 
ertensive modification of the legislation, would 
in fact seek to increase through the Minister the 
present powers of the Traffic Commissioners. 
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MacBrayne's Passenger/ Cargo and Vehicle Ferry Vessel Carryings 1962-65 
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1963 
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1962 
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! 

1,004 

2,274 


1 1 
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1965 
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ON 
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NO 

On 
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1 1 
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19,792 

17,959 
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5,429 
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'-a 
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23,846 
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5,293 
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'O 

0\ 


22,259 
, 22,836 
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1,486 


4,727 
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1 


Cars 

Shipped. 

Landed .... 


Goods (tons) 

Shippied .... 
Landed .... 


Commercial Vehicles 

Shipped .... 
Landed .... 
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„ Lochmaddy on 15A AprD, 1964 



To Muli and Skye 



Armadale* 


1965 


42,671 

43,882 


1 6,960 

8,677 


9\ 

«-< 

fO 


o o 


1964 


44,242 
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W 00 
00 O 

tH 


1963 
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13,431 
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734 1 
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1962 
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72,477 
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51,705 

51,259 
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3P 
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1962 
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1 I 


75 
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IN 


78 
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3 

O 
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96 

91 
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\c 
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Shipped .... 
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Landed .... 
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APPENDIX VI 



Financing of Roads — Statistics 

EXCHEQUER CONTRIBUTIONS 



Scottish Roads 













1966-7 


1964-7 


Exchequer Contribution 
and Allocations 


1964-5 


1965-6 


(estimate) 


Overall 


£ 


% 


£ 


% 


£ 


% 


% 




Total Exchequer CoNTaraunoNS 


21-569 




26-509 




29-810 






Trunk Roads 










15-400 






Major Improvements 
Maintenance and Minor Improve- 


9-316 




13-017 








2-470 


ments 


2-760 




2-846 








Totals . 


12-076 


55-9 


15-863 


59-9 


17-870 


59-9 


58-8 


CLASSiEtED Roads 










7-640 






Major Improvements 
M^ntenance and Minor Improve- 


5-398 




6-075 










ments 


4-095 




4-571 




4-300 






Totals . 


9-493 


44-1 


10-646 


40-1 


11-940 


40-1 


41*2 



Scottish Trunk Roads 



Exchequer Contribution 
and Allocations 


1964-5 


1965-6 


1966-7 

(estimatd) 


1964-7 

Overall 


£ 


% 


£ 


% 


£ 


% 


% 


Total Exchequer Contribution 


12-076 




15-863 




17-870 






OuTWiTH Highlands 
Major Improvements . 
Maintenance and Minor Improve- 
ments 


8-739 

2-186 




11-861 

2-269 




14-550 

1-940 






Totals . 


10-925 


90-5 


14-130 


89-1 


16-490 


92-3 


90-7 


WrraiN Highlands 
Major Improvements — Crofter 
Counties Programme . 

Major Improvements — Other . 
Maintenance and Minor Improve- 
ments 


0-266 

0-311 

0-574 




0-398 

0-758 

0-577 




0-100 

0-750 

0-530 






Totals . . . 


1-151 


9-5 


1-733 


10-9 


1-380 


7-7 


9-3 
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Scottish Classified Roads 



Exchequer Contribution 
and Allocations 


1964-5 


1965-6 


196fr-7 

(fistimat^ 


1964-7 

Overall 


£ 


% 


£ 


% 


£ 


% 


X 


Total Exchequer Contribution 

OuTwiTH Highlands 
Major Improvements 
Maintenance and Minor Improve- 
ments 

Totals . 

Within Highlands 

Major Improvements — Crofter 
Counti^ Programme . 

Major Improvements — Other . 
Maintenance and Minor Improve- 
ments 

Totals . 


9-493 

3-418 

3-019 




10-646 

4-300 

3-367 




11-940 

5-640 

3-200 






6-437 


67-8 


7-667 


72 


8-840 


74 


71-5 


1-661 

0- 319 

1- 076 




1-237 

0- 538 

1- 204 




1-5 

0- 5 

1- 100 






3-056 


32-2 


2-979 


28 


3-100 


26 


28-5 



Township Roads 



County Council 


Grant Paid 


1964-65 


1965-66 




£ 


£ 


Argyll . .... 


63,517 


12,021 


Caithness 


30,819 


16,329 


Inverness 


91,400 


124,714 


Orkney 


31,152 


26,364 


Ross and Cromarty 


26,529 


48,389 


Sutherland 


43,101 


18,657 


Zetland 


14,393 


46,435 


Totals . 


300,911 


292,909 
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APPENDIX VII 



Programmed Roadworks in the Highlands 



SCHEMES IN PROGRESS OR AUTHORISED AT OCTOBER 1966 



Trunk Roads 

1. The following major trunk road schemes, 
costing about £1,320,000, are in progress or 
have been authorised: 

Route No. Section 



A.9(T) . Latheronwheel 

A.82(T) . Kiolochleven Bridge 

A.87(T) . Cluame Dam, sections I and H 

A.87(T) . Shiel and Eas-nan-arra Bridges 

A.87(T) . Malagan section 

A.830(T) . Corpach improvement 

A.828(T) . Barcaldine diversion 

Classified Roads 

2. The following major classified road 
schemes, costing about £5,517,000, are in 
progress or have been authorised: 

Route No. Section 



A.849 . Beach-Bunessan 

A.83 . Redhouse-Loch-an-duill 

A.861 . Sallachan-Inversanda 

Tighnabruaich-Ormidale 
(Class T) 



Route No. 


Section 


A.849 


Kinloch-Glenmore 


A.86 - . 


Dunans-Glendaruel 


A.815 . 


Badarach-Laglingarten 


A.815 


Cothouse Bridge 


A.884 


Clounlaid-Claggan 


A.850 


Loch Ainort-Strollamus 


A.86 


Spean Bridge-Roy Bridge 


A.863 . 


Sligachan-Drynoch 


A.859 . 


Luskentyre-Seilabost 


A.831 . 


Milton-Balnain 


A.863 \ 


Dunvegan-Roskhill 


A.850 / 


Coire Cas Road (Coylumbridge- 
Coire Cas) (Class III) 


A.890 . 


Loan-Coulags 


A.832 


Gruinard Hill-Badcaul 


A.839 


Muie-Rogart 


A.839 


Heilam-Hope 


A.837 


Skiag Bridge-Loch Assynt 
Trondra-Burra (Class II) 



3. In addition, 25 small schemes costing 
£915,560 are under way. 

Note: (T)=Trunk road. 



SCHEMES PROGRAMMED TO START BY 31st MARCH, 1969 



Trunk Roads 

4. The following trunk road schemes, costing 
about £2,349,000, are programmed to start by 
31st March, 1969: 



Route No. 



Section 



A.828(T) . 
A.828(T) . 
A.828(T) • 
A.87(T) . 
A.87(T) . 
A.87(T) . 
A.87CT) . 
A.87(T) . 
A.9CT) . 
A.816CT). 



Dallens-Luirignich 
Adapting Connel Ferry Bridge 
Coxmel-Loch Creran 
Inverinate-Domie 
Loch Duich Causeway 
Balmacara-Kyle 
Inverinate Village 
Dornie-Balmacara 
Conon Bridge 
Balinoe-Kilmartin (5 miles) 



5, In addition, about £150,000 will be spent 
every year on smaller schemes costing under 
£ 100 , 000 . 



Classified Roads 

6. The following classified road schemes, 
costing about £5,130,000 in all, are programmed 
to start by 31st March, 1969: 
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Route No. 



Section 



A. 894 

B. 970 



A.859 

A.831 

A.863 

A.839 

A.849 

A.886 

A.819 

A.856 

A.890 

A.838 

A.861 

A.884 

A.83 



A.850 

A.832 



Kylestrome-Laxford (6 miles) 
Aviemore-Coylumbridge 
(If miles) 

Tarbert-Rodel (7 miles) 
Milton-Balnain (12 miles) 
Sligachan-Dunvegan (13i miles) 
Lairg-Muie (4 miles) 
Kinloch-Glenmore (4 miles) 
Leanach-Colintraive (4 miles) 
Achlian-Inveraray (4 miles) 
Borve-Uig (9 miles) 
Loan-Coulags (3 miles) 
Kinloch-Tongue (10 miles) 
Inversanda-Strontian (3i miles) 
Claggan-Lochaline (4 miles) 
Bellochantuy-Campbeltown 
(3 miles) 

Skeabost-Dunvegan (5 miles) 
Ardessie-Badcaul (4 miles) 



7. In addition, some £708,000 will be spent 
on some 20 smaller schemes costing under 
£100,000 each. 



Note: (T)=Trunk road. 
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APPENDIX VIII 



Routes Recommended for Improvement 
as soon as possible 

Route No. Routes 



A.9(T) . 


Bonar Bridge-Wick 


A.9(T) . 


Perth-Pitlochry 


A.82(T) . 


Balloch-Tyndrum via Loch 
Lomondside 


A.85CT) . 


Pass of Brander 


A.96(T) . 


Inveraess-Naim 


A.816CT) . 


Oban-Lochgilphead 


A.828CT) • 


Creagan Rail Bridge 


A.832 \ 


Garve-Kyle of Lochalsh via 


A.890 / 


Strome Ferry bypass 


A.832 


Loch Maree-side 


A.859 . 


Taibert-Storaoway 


A.861 


Strontian-Kinlochmoidart 


A.887 . 


Invennoriston-Junction A. 87CI) 


A.894 . 


Kylesku-Laxford Bridge 


A.896 . 


Kinlochewe-Torridon 


A.896 . 


Shieldaig-Strathcarron 


A.968 


Voe-Toft 


A.968 . 


Mid Yell-Gutcher/CuUivoe 


A.968 . 


Belmont-Haroldswick 



Note: (T)— Trunk road. 
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APPENDIX IX 



Crofter County Roads Programme 

LIST OF RESIDUAL ROADS 
Route 



County 


No. 




Section 






Mileage 


Argyll 


A.83 . 




Bellochantuy-Campbeltown 






10-0 




A.815 




Ardbeg-Sandbank . 






4-5 




A.815 




Dunoon-Toward 






7-0 




A.816CO 




Balinoe-Kilmartin . 






180 




A.819 




AchJian-Inveraray . 






3-7 




A.828CT) 




Ballachulish-North Connel 






5-0 




A.846 




Jura Road 






23-8 




A.849 




Salen-Craignure-Fionnphort 






17-5 




A.861 




Keil-Inversanda-Strontian 






3-7 




A.870\ 

A.871/ 




Colonsay Road 






10-6 




A.880 




Ardbeg-Ardeminny . 






4-6 




A,886 




Leanach-Colintraive . 






7-0 


iNVERKESS 


A,850 




Dunvegan-Skeabost . 






18-0 




A.855 




Portree-Staffm-Uig . 






10-5 




A.862 




Whitebridge-Dores . 






17-5 




A.881 




Broadford-Elgol 






12-0 




A.9(T) 




Invemess-Beauly 






100 


Ross AND Cromarty 


A.832 




Loch a Bhraoin-Braemore 






3-5 




A.890 




Strome-Auchtertyre . 






7-0 


Sutherland 


A.838 




Heilam-Hope . 






6-3 




A.839 




Lairg-Mound . 






5-0 




A.894 




Kylesku-Laxford 






12-0 




A.897 




Forsinard-Melvich . 






13-5 




A.9(T) 




Mound-Clashmore . 






9-0 








Total 






239-7 
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APPENDIX X 



Highland Air Services 

PASSENGER CARRYINGS AND LOSSES INCURRED 
DURING THE PERIOD 1962-66 

Passenger Carryings 



Airfield 


B.E.A. Passenger Carryings 
(In and Out) 


Overall 

Increase 


1962-63 


1963-64 


1964-65 


1965-66 


Decrease 

1962-66 

y. 


Benbecula .... 


14,101 


14,705 


12,736 


13,809 


- 2-1 


Dalcross (Inverness) . 


29,917 


32,571 


llfill 


34,812 


+16-4 


Glenegedale (Islay) . 


13,441 


13,232 


14,327 


16,375 


+21-8 


Kirkwall (Orkney) 


28,809 


28,717 


27,535 


31,865 


4-10-6 


Machrihanish (Campbeltown) . 


8,434 


9,157 


7,926 


10,970 


+30-1 


Stornoway .... 


11 fill 


29,384 


28,568 


30,971 


4-12-1 


Sumburgh (Shetland) 


16,048 


16,171 


17,779 


20,034 


4-24-8 


Reef (Tiree) .... 


3,622 


3,696 


3,653 


3,677 


-f 1-5 


Wick 


17,384 


17,588 


17,916 


18,752 


4- 7-9 


Northbay (Barra) 


2,628 


ifin 


2,723 


2,890 


4-10-0 



Losses incurred by B.E.A., and by Board of Trade on Management of Highland 
Airfields 





Losses 




B.E.A. Services 


Airfield Operations 


Total 


1958-59 


£ 

335,000* 


£ 

463,645 


£ 

798,645 


1959-60 


250.000* 


529,440 


779,440 


1960-61 


280,000* 


577,873 


857,873 


1961-62 


540,000* 


625,987 


1,165,987 


1962-63 


333,164 


578,587 


911,751 


1963-64 


147,846 


630,341 


778,187 


1964-65 


166,957 


762,732 


929,689 


1965-66 


236,901 


613,673 


850,574 



• Rounded. 
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APPENDIX XI 



Passenger/Cargo and Cargo Ships Serving Major Arterial 
Routes operated by the North of Scotland, Orkney and 
Shetland Shipping Company Ltd. and David MacBrayne Ltd. 



Arterial Routes 



Route 


Frequency of 
Service 


Vessel 


The North Company 






Aberdeen-Lerwick-Aberdeen 


Twice weekly . 


St. Clair 


Leith-Aberdeen-Kirkwall-Lerwick- 




St. Ninian 


Kirkwall-Aberdeen-Leith . 


Weekly . 


Uith-Aberdeen-Kirkwall-(Lerwick— 
from mid-May until mid-September— 
Kirkwall)-Aberdeen-Leith . 


Weekly 


St. Magnus 


Leith-KirkwalHSt. Margaret’s Hope 
every third week)-Stromness-Aberdeen- 
Leith 


Weekly 


St. Clement 
St. Rognvald 


Stromness-Scrabster-Stromness . 


Daily (once Sundays in 


St. Ola, assisted by 


July and August) 


St. Clement in the 
summer 


MacBraynes 






Mallaig-Kyle of Lochalsh-Stomoway . 


Daily 


Loch Seaforth 


Oban-Tobermory-Coll-Tiree-Barra- 




Claymore 


Uists 


Thrice weekly . 


W«t Tarbert-Gi^a-Islay-Jura- 




Loehiel 


Colonsay 


Daily— Islay 


Glasgow-Tobermory-Armadale(for Uig, 
Dunvegan, Carbost, Glenelg)-Raasay- 
Portree-Stornoway-Tarbert . 


Thrice weeldy— Gigha, 
Jura and Colonsay 

Weekly . 


Lochdunvegan 


Glasgow-Islay-J ura-Colonsay-Gigha 




Loch Ard 


(via Port Ellen) 


Weekly 


Glasgow-Salen-^loIl-Tiree-Barra- 




Loch Carron 


Lochboisdale-Lochmaddy . 


Weekly . 
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APPENDIX XI (contd.) 



Vessels 



Name of Ship 


Type 


Year Built 


Gross Tonnage 


The North Company 








St. Clair .... 


Passenger/Cargo 


1960 


3,302 


St. Ninian 


Passenger/Cargo 


1950 


2,244 


^St. Magnus 


Passenger/Cargo 


1937 


1,641 


St. Ola .... 


Passenger/Cargo 


1951 


750 


St. Bognvald 


Cargo 


1955 


1,024 


St. Clement 


Cargo 


1946 




MacBraynes 








Loch Seaforth . 


Passenger/Cargo 


1947 


1,125 


Claymore 


Passenger/Cargo 


1955 


1,024 


Lockiel .... 


Passenger/Cargo 


1939 


603 


Loch Ard 


Cargo 


1955 


611 


Loch Carron . 


Cargo 


1951 




Lochdunvegan . 


Cargo 


1946 




*Lochbroom 


Cargo 


1946 





t This ship is due to be replaced by a 970-ton cargo vessel. 
• This vessel is the relief cargo ship. 
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APPENDIX XII 



North Isles of Shetland 

COST OF VESSELS. PIER WORKS AND SUBSIDIES 
Capital Expenditure on Vessels and Pier Works 



Capital 

Expenditure 


New 

* Earl of Zetland ’ 


Smaller 

‘ Earl of Zetland ’ 


Vehicle 
Ferry System 


Cargo 

Ship 




£ 


£ 


£ 


£ 


Vessels 


300,000 


220,000 


192,500 


150,000 


Pier works . 


142,000 


142,000 


236,500 


142,000 


Totals 


442,000 


362,000 


429,000 


292,000 



Annual Shipping Subsidy 



Revenue 
and Costs 


New 

‘ Earl of Zetland ’ 


Smaller 

‘ Earl of Zetland ’ 


Vehicle 

Ferries 


Cargo 

Ship 




£ 


£ 


£ 


£ 


Operating cost 


76,400 


62,000 


45,000 


45,000 


Income 


38,000 


38,000 


14,000* 


24,000 


Totals 


38,400 


24,000 


31,000 


21,000 



* Estimated on the basis that the cost of transpcMting goods to the North Isles from Lerwick would 
not be greater than at present. 
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APPENDIX XIII 



Estimated Capital and Annual Operating Costs of Transport 
Systems to Islay, Jura, Colonsay and Gigha 





Tarbert Route 


Overland Route 




Via Feolin 


Via Craighouse 




£ 


£ 


£ 


Capital Costs 

SMps 

Terminal facilities .... 

Roads 

Additional road vehicles 


675.000 

760.000 

100.000 


650.000 

685.000 


365.000 

685.000 
1,600,000 

10,000 


Totals . 


1,535,000 


1,335,000 


2,660,000 


Operators’ Annual Costs 

Ships (including depreciation, loan 
charges and all operating costs, 
without allowance for income) 
Road transport through Jurat 


160,000 


150,000 


115,000 

10,000 


Totals . 


160,000 


150,000 


125,000 



t It is estimated that the road transport costs on the mainland and on Islay will be the same for 
each system. 
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APPENDIX XIV 



Ardrishaig Mail Service 

PASSENGERS SHIPPED AND LANDED 1958<65 



Forts 


1958 


1959 


1960 


1961 


1962 


1963 


1964 


1965 


Gourock 

Shipped 

Landed 


43,280 

49,599 


40,497 

46,313 


32,674 

44,093 


35,123 

41,648 


32,360 

39,338 


28,626 

35,784 


28,445 

35,685 


25,215 

31,116 


Dunoon 

Shipped 

Landed 


22,007 

16,347 


22,619 

15,676 


21,356 

13,536 


18,913 

14,483 


17,916 

12,297 


16,612 

11,953 


16,877 

11,603 


16,179 

12,755 


Irmellan 

Shipped 

Landed 


2,950 

2,469 


2,815 

2,115 


2,473 

1,631 


2,153 

1,611 


2,007 

1,646 


1,470 

1,320 


1,685 

1,487 


1,409 

1,333 


Rothesay 

Shipped 

Landed 


20,613 

16,408 


17,882 

14,299 


16,801 

11,689 


16,297 

11,830 


12,759 

9,742 


12,671 

10,264 


13,548 

10,365 


13,056 

10,378 


Tighnabruaich 

Shipped 

Landed 


10,352 

10,065 


10,090 

10,054 


9,032 

8,694 


8,791 

8,645 


7,910 

7,601 


8,132 

7,102 


7,506 

6,646 


6,862 

6,268 


Tarbert 

Shipped 

Landed 


21,999 

26,762 


20,979 

26,098 


17,729 

20,945 


18,393 

22,075 


18,141 

20,984 


17,562 

20,039 


18,121 

21,876 


16,182 

18,012 


Ardrishaig 

Shipped 

Landed 


19,367 

18,918 


15,848 

16,175 


14,707 

14,184 


16,051 

15,429 


15,535 

15,020 


13,895 

12,506 


12,722 

11,242 


10,460 

9,501 


Totals . 


140,568 


130,730 


114,772 


115,721 


106,628 


98,968 


98,904 


89,363 
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APPENDIX XV 



Ardishaig Mail Service 

PASSENGER AND CARGO CARRYINGS 
12th September 1965 — 10th September 1966 



Period 

ended 


Sit^le 

sailings 


Passengers 


Freight {tons) 


Total 


Average 
per sailing 


Total 


Average 
per sailing 


9.10.65 


48 


9.465 


197 


70 


1*5 


6.11.65 


48 


3,419 


71 


86 


1-8 


4.12.65 


46 


1,911 


41 


82 


1-7 


1. 1.66 


36 


2,172 


60 


62 


1-7 


29. 1.66 


50 


2,581 


51 


84 


1-7 


-26.-2.66 


48 


1,772 


31 


84 


1-8 


26. 3.66 


48 


2,345 


49 


79 


1-6 


23. 4.66 


47 


4,252 


90 


85 


1-8 


*21. 5.66 


36 


3,884 


108 


66 


1*8 


•18. 6.66 





— 


— 


— 


•“ 


*16. 7.66 


30 


7,830 


261 


26 


0-9 


13. 8.66 


48 


16,039 


334 


44 


0-9 


10. 9.66 


48 


11,207 


233 


47 


10 


Totals 


533 


66,877 


125 


815 


1-5 



* Seamen’s Strike 16th May, 1966, to 1st July, 1966. 
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APPENDIX XVI 



List of Ferries Reviewed 



County of 


Ferry 


Argyll .... 


Ballachulish (South) — BallachuHsh (North) 

Bonawe ... — Taynuilt 

Camusnagaul . — Fort William 

Colintraive . — Rhubodach 

Corran ... — Ardgour 

Cuan (Seil) — Luing 

EUenbeich . . — Easdale 

Feolin (Jura) . . — Port Askaig (Islay) 

Fionnphort (Mull) . — Iona 

Oban ... — Kerrera 

Port Appin — Lismore 

Tayinloan . . — Ardminish (Gigha) 

Ulva Ferry (Mull) . — Ulva 


Inverness .... 


Acharacle . — Glenfinnan 

Castlebay (Barra) . — Vatersay 

Kessock (South) . — Kessock (North) 

Kyle of I^chalsh . — Kyleakin 

Kyle of Lochalsh . — Kylerhea 

Kyle of Lochalsh . — Toscaig (Applecross) 

Ludac (S. Uist) — Eoligarry (Barra) 

Ludac (S. Uist) . — Haun (Eriskay) 

Mallaig ... — Inverie 

Mallaig ... — Soay 

Newton (N. Uist) . — Berneray 

Sconser (Skye) . — Raasay 


Orkney .... 


Kirkwall . — Shapinsay 

Tingwall . — Rousay 

Tingwall . — Wyre 

Tingwall . — E^say 


Ross AND Cromarty 


Cromarty — Invergordon 

Cromarty . — Nigg 

Domic ... — Totaig 

Invergordon . — Balblair 

North Strome — South Strome 

Ullapool . — Altnaharrie 


Shetland .... 


Sinister ... — Whalsay 

Gutchcr (N. Yell) . — Belmont (Unst) 

Gutcher (N. Yell) . — Fetlar 

Lerwick. . . — Bressay 

Tofts Voe . . — Ulsta (S. Yell) 


SUIHERLAND 


Keoldale (Duraess) . — Cape Wrath 

Kylesku — Kylcstrome 
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APPENDIX XVII 



Norwegian Ferry Operating Speeds and Costs 



(Summary of extracts from a translation of a 
report dated 15tli December, 1963, by the 
More and Romsdal Ferry Committee.) 



Effect of Design on Vessel Speeds and 
Operating Costs 

1 . The length of the ferry vessel at the water- 
line and its displacement are important design 
factors which determine operating efficiencies. 
The need for greater engine power increases 
disproportionately to the increase in speed of 
the vessel. For a given 65' vessel the increase 
in speed and horsepower are as follows; 



Increase in Speed 


Increase in Shaft 
Horsepower 


Knots 


Per cent 


8-9 


12-5 


73 per cent 


9-10 


11 


80 „ „ 


10-11 


10 


139 „ „ 



2. Where high speed ferries are required the 
design, shape and length of the hull are there- 
fore important considerations. 



RdatiTe Vessel Speeds and Operating 
Costs 

3, The relativity between vessel speeds and 
costs shows that operating costs also rise dis- 
proportionately as the operating speeds are 
increased. For a given vessel (approximately 
160' overall) and over a period of 4,000 hours 
operation these are as follows; 



Increase in Speed 


Increase in 


Knots 


Percent 


Operating Costs 


10-11 


10 


44 per cent 


11-13 


18 


138 „ „ 



Effect of Speed on Costs per Capacity 
Unit 

4. It becomes important to find out the speed 
which provided the minimum cost per capacity 
(car) unit — this varies appreciably according to 
the length of the crossing and the volume of 
tr affic to be carried. For the 65' vessel operating 
over a given route an operating speed of 
approximately 7 knots was found to provide 
the minimum cost per car carried; while speeds 
of 6 and 8 knots were slightly more expensive. 
When operating at hi^er speeds the costs rise 
as follows; 



Increase in Speed 


Increase in Cost per 
Capacity Unit 


8-9 knots 


8 ^ cent (approx.) 


9-10 „ 


14 „ 


10-11 „ 


45 „ „ 



Vessel Speeds— Effect on Journey Times 
and Operati]^ Costs 

5. Increasing vessd speeds by 1 knot over a 
2-kilometre route (approximately IJ miles) 
saves 30 seconds p^ crossing and at 8 knots 
passengers prefer the lower fares and rates to 
the nominal saving in time. For the 65' vessel 
referred to above the operating costs, in kroner, 
per capadty unit varied as follows; 



Operating Speed 


Operating Costs 
per Oq>acUy Unit 


6 knots 


2-87 


7 „ 


2-66 


8 „ 


2-61 


9 


2*66 


10 „ 


2-96 


11 » 


4*30 



Note: 19-94 kroner=£l sterlii^ or 

one kroner =one shilling approx. 
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Canals— Statistics 



Caledonian Canal 



Traffics, Income and Expenditure 


1961 


1962 


1963 


1964* 


1965 


Traitic 












Commercial Craft (Nos.) . 


93 


93 


101 


58 


103 


Fishing Vessels (Nos.) 


545 


527 


462 


255 


467 


Other Craft (Nos.) . 


230 


165 


271 


180 


293 


Totals (Nos.) . 


868 


785 


834 


493 


863 


Coal (Tons) .... 


_ 


_ 


— 


— 


306 


Liquids (Tons) .... 


— 


— 


308 


1,650 


— 


Other (Tons) .... 


14,113 


15,479 


15,529 


9,426 


23,027 


Totals (Tons) . 


14,113 


15,479 


15,837 


11,076 


23,333 


Income (£) 












Tolls and Dues 


9,528 


7,857 


8,610 


5,235 


9,847 


Wharfage and Handling Charges 


292 


857 


642 


503 


5,520 


Water Rents .... 


190 


592 


393 


428 


484 


Other Rents .... 


1,510 


1,916 


2,134 


2,302 


2,354 


Miscellaneous .... 


4,186 


3,039 


5,087 


4,732 


6,471 


Totals (£) 


15,706 


14,261 


16,866 


13,200 


24,676 


Expenditure (£) 












Maintenance .... 


20,102 


22,355 


21,827 


105,790 


40,375 


Other 


48,367 


47,204 


45,219 


31,702 


45,994 


Totals (£) 


68,469 


69,559 


67,046 


137,492 


86,369 


Net Dehcit (£) . 


52,763 


55,298 


50,180 


124,292 


61,693 



* Canal closed to through traffic 18th April to 20th July and again from 29th September until the 
end of the year. 
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Crinan Canal 



Traffics, Income and Expenditure 


1961 


1962 


1963 


1964 


1965 


Traffic 










267 


Commercial Craft (Nos.) . 


516 


455 


349 


322 


Fishing Vessels (Nos.) 


508 


702 


598 


754 


691 


Other Craft (Nos.) . 


1,058 


1,034 


1,303 


1,340 


1,029 


Totals (Nos.) . 


2,082 


2,191 


2,250 


2,416 


1,987 


Coal (Tons) .... 


14,091 


11,117 


10,172 


10,119 


7,294 


Liquids (Tons) .... 


4,640 


4,687 


5,659 


6,258 


7,173 


Other (Tons) .... 


10,810 


9,553 


8,863 


8,021 


5,936 


Totals (Tons) . 


29,541 


25,357 


24,694 


24,398 


20,403 


Income (f.) 










9,808 


Tolls and Dues 


8,339 


7,557 


7,902 


8,719 


Wharfage and Handling Charges 


1,667 


1,888 


2,049 


2,290 


2,593 


Water Rents .... 


27 


21 


23 


21 


62 


Other Rents .... 


1,010 


1,021 


977 


1,086 


1,013 


Miscellaneous .... 


144 


610 


631 


626 


846 


Totals 


11,187 


11,097 


11,582 


12,742 


14,322 


atPENDITURE (£) 








18,954 


20,774 




19,679 


18,869 


21,807 


Other 


18,784 


19,918 


16,680 


19,838 


22,726 


Totals (£) 


38,463 


38,787 


38,487 


38,792 


43,500 


Net Deficit {£)...■ 


27,276 


27,690 


26,905 


26,050 


29,178 
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APPENDIX XIX 



Report on B.E.A.'s Proposals for Introducing All-Viscount 
Services to the Highlands and Islands 



1. The Board and its Air Services Committee 
have been studying the proposals that when 
B.E.A.’s fleet of three Herald aircraft come up 
for major overhaul the Corporation should not 
continue with that type, but should go over to 
an AU-Viscount fleet with the exception of the 
few Heron services. 

2. This change in the main operating fleet 
could not be effected without some major 
improvements to the runways at Kirkwall, 
Sumburgh and Islay, for which it is understood 
that an estimate of approximately £850,000 has 
been obtained. The proposition has to be con- 
sidered in relation to the continuation of 
operation with a proportion of Viscounts in 
the fleet and some Heralds; the Heralds might 
include the present three Mark I aircraft 
(which have to undergo considerable modifi- 
cation in any case) with one or two additions, 
or alternatively these might be replaced by 
five Mark II Heralds. 

3. The operation of a larger fleet of Heralds 
would give increased flexibility when planning 
and operating timetables for the places they 
serve, but it has to be remembered that the 
seating capacity of the current Heralds is only 
44 compared with 71 in the case of the Vis- 
count; the benefits of going over to a larger 
aircraft are obvious, since many of the services 
are already overbooked and some modest 
increase in demand must be anticipated. There 
is also the point that standardisation on one 
aircraft would provide further potential flexi- 
bility in operation and a better facility for 
providing stand-by aircraft in the case of 
breakdowns. The Herald, although a smaller 
aircraft, has not proved cheaper to operate per 
seat-mile than the Viscount and in fact the 
advantage is sli^tly in favour of the larger 
aircraft. The Viscount is also cheaper to 
maintain. 

4. Even though the increase in air traffic in 
these areas of Scotland may be slow, there is 
nevertheless a positive tendency upwards and 
there is further potential for expansion by the 
transfer of island passenger traffic from ship to 
air. There is therefore no doubt that the larger 

HO 



aircraft, particularly as it costs no more to 
operate per seat-mile, would be beneficial on 
these services. It would also provide a con- 
siderable overall increase in capacity to take 
care of a greater proportion of the summer 
peak loads which are so difficult to handle. The 
Board is of the opinion therefore that there 
would be considerable advantages in operating 
a fleet of the larger type of aircraft and, this 
being so, it would be necessary to recommend 
that the expenditure on the three airfields 
should be incurred. While the main reason for 
lengthening the runways is of a short-term 
character in order to enable the Viscounts to 
be used on all airfields, it is reasonable to 
expect that lengthened runways will also be 
necessary in the longer term when the time 
comes to replace the Viscount. 

5. The Board further recommend that the 
proposals for an All-Viscount fleet should be 
accepted on the following conditions: 

(a) It is to be regretted that the draft time- 
tables put forward by B.E.A. for the 
operation of an AU-Viscount fleet do not 
meet many of the strong criticisms which 
have already been made of the existing 
services, e.g., as regards infrequency of 
service and lengthy waits for passengers 
at intermediate airports. It is apparent 
that the operation of this type of aircraft 
would present substantial benefits in 
running costs for B.E.A., so that they 
could expect an appreciable reduction in 
the loss borne on these services last year, 
which they have quoted as £250,000. It 
is accordingly recommended that ap- 
proval be given to the proposals on 
condition that B.E.A. give serious con- 
sideration, in consultation with the 
Board, to the introduction of appreciable 
improvements in the services. 

{b) It is understood that even when certain 
runways have been lengthened as pro- 
posed by the Ministry, Viscounts would 
not be able to take off with a fuU comple- 
ment of passengers and a fuU load of 
fuel, and that this restriction would 
result in intermediate stops for refueUing 
which would otherwise be unnecessary. 
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If refuelling were not required, it would 
be possible to consider shorter inter- 
mediate stops without disembarkation 
of passengers. The Board accordin gly 
recommend that consideration should be 
given to additional lengthening of the 
runways in order to permit further 
improvements in the service and a 
reduction in operating costs. 

(c) In order to avoid any gap in the service 
when the Herald aircraft come up for 
major overhaul, the Board recommend 
that the lengthening of the runways be 
undertaken without fail in 1966 and that 
B.E.A. make plans to operate the All- 
Viscount fleet as from January, 1967. 

6 . In conclusion, the Board is of the opinion 
that the proposal to operate an All- Viscount 



fleet provides an opportunity for making scwne 
signiflcant changes in the services which would 
go a long way to satis^ing some of the reason- 
able CTiticisms which have been made to the 
Board during the course of their surveys. It 
would have been more difficult to make some 
of these changes while a mixed fleet of Viscounts 
and Heralds was in operation, but B.EA.. have 
promised to co-operate closely with the High- 
land Transport ^ard if approval is &ven to 
the All-Viscount proposal. In these drcum- 
stances, the Board hope that no further use 
will be made of the misleading phrase “ losses 
on the Highland sodal services the services 
have always provided not only for the move- 
ment of loial population, but also for business 
and freight which give feeder support to the 
main services from Scotland to En^and. 



'•a 
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FIG. 1. THE HIGHLAND AREA 
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FIG. 2. THE HIGHLAND RAILWAY SYSTEM 1963 
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FIG. 3. THE HIGHLAND RAILWAY SYSTEM 1966 
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FIG. 4. THE HIGHLAND RAILWAY SYSTEM 1966 
Distribution of Highland Freight Depots. 
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LOCATION OF RECOMMENDED IMPROVEMENTS OF ROADS 




FIG. 6. NORTH ISLES OF SHETLAND 
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FIG. 7. NORTH ISLES OF ORKNEY 
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FIG. 8, SOUTH ISLES OF ORKNEY 
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FIG. 9. MACBRAYIME'S SEA SERVICES TO WESTERN ISLES 

Printed image digitised by the University of Southampton Library Digitisation Unit 




FIG. 10. RECOMMENDED MACBRAYNE SEA SERVICES TO WESTERN ISLES 
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FIG. 11. OVERLAND AND TARBERT VEHICLE FERRY ROUTES 
TO ISLAY, JURA, COLONSAY AND GIGHA 
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FIG. 12. ARDRISHAIG AND CLYDE SERVICES 
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FIG. 14. B.E.A. ROUTES 1963 
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FIG. 15. RECOMMEIMDED B.E.A. "ALL-VISCOUNT" ROUTES 1966 
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FIG. 16. NORTH ISLES OF ORKNEY 
Proposed Air Services 
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DEPARTMENT OF AGRICULTURE AND FISHERIES FOR SCOTLAND 



HIGHLAND TRANSPORT SERVICES 



Report of the Highland Transport Board 



CORRECTION 



Page 105 - For *Aidishaig Mail Service* read *Ardrishaig Mail 
Service*, 




EDINBURGH: HER MAJESTY'S STATIONERY OFFICE 
May 1967 
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